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canese spherical roller bearing axleboxes are fitted to the first main line diesel hydraulic 
locomotive to be built in British Railways’ own workshops—<Sir Brian Robertson, No. D.800. 


The Sir Brian Robertson, pictured here hauling the Cornish Riviera Express near Teignmouth 





is now in regular service with many other types of locomotives and rolling stock which are 
EALS equipped. 
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Maintenance of Overline Bridges and Level Crossings 


HE proposal by the Government, announced earlier 

this week, to pay the British Transport Commission 
£3,000,000 towards maintenance of overline road bridges 
and level crossings, affords grounds for hopes of early 
rectification of an anomalous situation, it also confirms 
the statement made by Mr. Harold Watkinson, Minister 
of Transport & Civil Aviation, in a letter to Sir Brian 
Robertson, Chairman of the Commission, last May, when 
means were being considered of strengthening the Com- 
mission’s finances to help meet the cost of the railway 
pay increase. The Minister then stated that the Govern- 
ment had recognised the need to accelerate the modernisa- 
tion of road bridges and level crossings and had under- 
taken to examine, as a separate matter, the Commission’s 
obligations as to their maintenance. These date from the 
early days of railways, when they were imposed on under- 
takings constructing new lines. The heavy road traffic 
of today has much increased the cost of maintenance, 
more particularly of overline bridges, which amounts to 
some £3,000,000 a year. Many level crossings are being 
abolished as road traffic over them increases and re- 
sources for bridge-building become available, but many 
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will have to be maintained for a long time. There is no 
reason today why railways should be saddled with main- 
tenance of roads used by their competitors. Mr. Wat- 
kinson stated on Monday that it was proposed to make 
payments of £1,000,000 for the latter half. of 1958 and of 
£2,000,000 for the current year, “as an interim measure.” 
The Government, he pointed out, recognised that traffic 
and road conditions “had changed very considerably ” 
since the bridges and crossings were built, that the burden 
of maintaining them had become more onerous, and that 
the highway authorities now received assistance from the 
Exchequer for road works. The present arrangements 
moreover did not operate so as to assist in improvement 
of crossings or overline road bridges. Legislation is 
necessary to change the present arrangements. The pay- 
ment of £3,000,000 will not regularise the matter or cover 
the Commission’s outgoings, but the fact that it is an 
interim measure justifies hopes of altering the situation in 
favour of the railways. 


Railway Development in Nigeria 


I a country dependent on agriculture for its main 
economy, and with large underdeveloped areas, the 
provision of transportation facilities is essential. Sir Ralf 
Rane, Chairman, Nigerian Railway Corporation, 
speaking to the Institute of Transport at an informal 
luncheon, at the Connaught Rooms last Tuesday, empha- 
sised this point and explained the justification for new 
railway construction in North-East Nigeria. In the course 
of his remarks he stated that in order to obtain financial 
assistance from the World Bank for an extension of the 
Nigerian Railway, it was necessary to explain why road 
transport could not adequately serve the needs of the 
North-Eastern area. The estimate of capital cost for 
railway construction came to £19,400,000, and it was 
estimated that the operation of the extension would break 
even in the sixth year after opening, after paying all 
charges including interest and depreciation. The total 
capital cost for road operation was reckoned to be 
£9,600,000, resulting in an annual operating loss, in the 
sixth year after opening, of over £500,000 after paying 
all charges. In Sir Ralf Emerson’s opinion the margin 
of profit to the rail may lessen, but the road can never 
compete over a length of time. 


Labour Relations in the Engineering Industry 
HAT has been achieved by employers in the engineer- 
ing industry to develop a durable system of joint 
negotiation and conciliation is described in a record of 
the history of the Engineering & Allied Employers’ 
National Federation published earlier this week, the 
subject of a brief notice on page 153. The industry 
employs one out of seven workpeople in Britain. Except 
for the partial stoppage in the Spring of 1957, and the 
one-day token strike in 1953, most disputes in the engineer- 
ing industry involving withdrawal of labour since the last 
war have been unofficial. After describing events leading 
up to the 1957 strike, the booklet comments that when 
all seemed set for a struggle to which the Federation was 
irretrievably committed, the Government, dismayed by the 
economic and political consequences of the Suez incident, 
decided that the country was not strong enough to with- 
stand the probable effects of transport, engineering, and 
shipbuilding strikes. The Federation resisted the union 
demands in 1957 not so much because its members could 
not find the money for a pay increase, but because it 
believed, as did the Government, that temporary wage 
restraint in an inflationary economy was essential in the 
national interest. Labour relations today in the engineer- 
ing industry, it maintains, are not as unsatisfactory as 
some elements, with a vested interest in industrial dis- 
ruption, would have the public believe. 


Planning the L.T.E. Victoria Line 


THE problems at present facing the London Transport 
Executive of carrying an increasing concentration of 
passengers on underground lines enhanced the interest of 
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a discussion at the Institution of Civil Engineers last 
Tuesday on a paper entitled “ preliminary Planning for 
a New Tube across London” by Mr. Frank Turner, 
Principal New Works Assistant, L.T.E. He states that 
the new line from Victoria to Walthamstow, work on 
which will start when financial approval is received, will 
provide relief to the Piccadilly, Bakerloo, Central, and 
District lines, and should help to relieve the road traffic 
problem in London by attracting travellers who now 
use motorcars and buses. It has been acknowledged by 
the L.T.E. and its predecessors for some 30 years that a 
line running from north-east to south-west across central 
London, and providing facilities to the north-eastern 
suburbs would be a great advantage. In 1949, a com- 
mittee appointed to investigate the railway traffic needs 
of London gave high priority to such a line. With slight 
modifications, the route remains largely as then recom- 
mended. 


P.W.I. Conversazione 


IVIL engineers of British Railways and their staffs 
engaged on permanent way work are busy not only 
on routine maintenance of track, but also on improving 
track on several routes so as to facilitate the higher speeds 
provided for in the modernisation plan. Much thought is 
being given to work study and to mechanisation of equip- 
ment so as to lower costs and to increase efficiency. New 
forms of rail fastening and other equipment are under test 
in several Regions. It is encouraging for these men to 
know that the value of their work to the community is 
greater than ever. Sir John Elliot, Chairman of London 
Transport Executive, who was guest of honour at the 
annual conversazione of the Permanent Way Institution last 
Saturday reminded his audience of the vital part played by 
railways in the modern State. Nothing could convey large 
quantities of goods or passengers so quickly or economic- 
ally as an efficient railway. A _ brief account of this 
pleasant function is given elsewhere in this issue. Mr. 
C. E. Dunton, Chief Civil Engineer of London Transport. 
was elected President for the current year, which is the 
76th in the life of the P.W.I. 


S.N.C.F. Train Telephone Service 


N connection with the electrification between Paris and 
Lille the management of the French National Rail- 
ways has laid down equipment to enable two-way com- 
munication to be provided between passengers by certain 
trains and the national telephone network, and some new 
stock, shortly to go into service, is being fitted to work 
with it. Attempts to provide such facilities were made 
in two or three countries many years ago and in France 
itself such were operated between Paris and Amiens, with 
varying commercial success. The conditions governing 
the use of wireless waves were much less onerous then and 
it was possible to use methods out of the question today, 
with so many services laying claim to use the ether. The 
Paris-Lille installation has accordingly been based on 
low-power short-wave transmission. The sending and 
receiving masts, varying in height from 100 to 200 ft., 
are located at 11 places along the 160-mile route, with 
cable connection to the exchanges at Paris Nord where the 
Operators deal with the calls to and from the public 
system. It will be interesting to see whether these facili- 
ties are used enough to justify applying them to other 
routes 


Track-recording Trolleys on British Railways 
[SN providing additional information about the state of 
the track the Matisa track-recording trolley is supple- 
mentary to the track-testing car and the Hallade recorder on 
British Railways. It provides a continuous graphic record 
of track conditions irrespective of operating speed. The 
trolley has a steel cabin sprung on two main axles and 
housing a recording table with ten pens linked to feelers 


maintained in contact with the running edges of the rails. 
They are (1) a central auxiliary feeler-wheel retractable 
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axle, and (2) two auxiliary axles carried on outriggers ex. 
tending fore and aft from the trolley. The latter is pro- 
pelled by a six-cylinder 65-h.p. petrol motor at speeds up 
to 45 m.p.h. light and 20 m.p.h. when recording, with 
5-m.p.h. restrictions through crossing work. The record- 
ing pens operate laterally on a travelling strip of paper 
moving at either 5 ft. or | ft. a mile through the agency of 
gearing from the main axles. They record mile posts, 
stations, cant, gauge, speed of trolley, curve versines and 
longitudinal level. The information obtained is specially 
useful in providing an immediate appraisal of track con- 
ditions on the spot. 


Cannon Street Station Roof 


HE arched roof of Cannon Street Station, British 
Railways, Southern Region, was constructed by 
J. Hawkshaw and completed in 1866 for the Charing 
Cross Railway, a subsidiary of the South Eastern Rail- 
way, by which it was later absorbed. It consisted of 19 
wrought-iron trusses at approximately 33-ft. centres and 
rising to a height of 115 ft. above rail level, inter- 
connected by heavy purlins. Originally the roof was 
covered with glass which suffered considerable damage 
from bombing during the last war. The remaining glass 
was then taken out, and the station left open to the 
weather. When first built, the roof had weighed some 
2,200 tons, but examination in 1947 revealed that corro- 
sion had affected the roof to such an extent that its weight 
had been reduced considerably, and it could no longer 
support the weight of glass and tiles for which it was 
designed. It was, therefore, decided to dismantle the 
structure. Demolition was carried out from a movable 
gantry, as described elsewhere in this issue. Because of 
obstructions within the station half the roof had to be 
rolled forward to meet the gantry. This operation con- 
stituted what is believed to be an unusual engineering 
technique, in that it has only been used before to any 
extent in replacing bridges. 


Passenger Coaches for N.W.R. of Pakistan 


| pursuance of its policy of standardising all-welded 
steel passenger stock of lightweight construction for 
the 5-ft. 6-in. gauge system, the North Western Railway 
of Pakistan ordered 121 vehicles from Linke-Hofmann- 
Busch. The design was drawn up by N.W.R. mechanical 
engineering staff in the light of experience gained with 
all-welded lightweight steel coaches supplied by French 
builders which had been in main-line service since 1956. 
The German order was divided into three: for finished. 
unfinished, and dismantled coaches; it is due for comple- 
tion towards the middle of this year. The object of the 
division is the gradual development of manufacture of 
all-welded steel carriages in the railway workshops, in- 
cluding training of the staff. Delivery of the last of 
the 42 finished vehicles was expected recently. The 
53 unfinished and 26 dismantled coaches are being com- 
pleted in the railway shops. They include ordinary 
coaches of four classes, and refreshment cars. 


Design Features of New Stock 


HE North Western and, it is understood, the Eastern 
Bengal Railways of Pakistan have decided in favour 

of vestibule corridor coaches for all classes: first, second, 
intermediate, and third. For many years very few public 
passenger trains on what are now the Indian and Pakis- 
tan Railways were formed of corridor stock. The 121 
Linke-Hofmann-Busch coaches for the N.W.R. include 
separate bodyside doors for each class of accommodation 
and doors in corridors between accommodation for dif- 
ferent classes. Bodies are 10 ft. 8 in. wide and 70 ft. long. 
Anti-telescopic devices are provided at the ends. Accom- 
modation consists in first class of coupés and four-berth 
compartments, in second class of four- and six-berth. and 
in intermediate and third class of compartments for a 
maximum of 22. All first class compartments are air- 
conditioned with Stone equipment. The six refreshment 











Yea 











XUM 





February 6, 1959 


cars include a dining saloon for 28 passengers of all 
classes. The bogies in all the 121 vehicles are of the 
Gorlitz type. Both the primary and secondary suspensions 
are through coiled and laminated springs. S.K.F. roller- 
bearing axleboxes are fitted. 


Last Span of Ganges Bridge Erected 


HE 1/4th and last 400-ft. 950-ton main span of the new 
bridge over the Ganges near Mokameh has now been 
erected within 39 months of the start of the field work. 
Progress of this great undertaking has been reported from 
time to time in this journal. In view of the magnitude of 
the river training works, the depth, size and number of the 
pier foundations, and weight of the superstructure, this is 
a remarkable achievement. But for the fact that the spans 
are of high-tensile steel and much of the fabrication was 
welded, the weight of the superstructure steelwork would 
have been much greater. This is the first really large rail- 
way bridge in India in which the spans have been erected 
by the cantilever method. The bridge carries a single 
5-ft. 6-in. gauge track. The approach lines, some 18 miles 
in aggregate length, have also been completed recently, 
and the 1,000 new staff quarters also are nearly all built. 
Work on the marshalling and broad-/metre-gauge trans- 
shipment yards on the left bank of the Ganges is also well 
in hand. 


Mechanical Stoking 


ECHANICAL firing is believed by many engineers 

to be a necessity when the demand on the fireman 

is excessive and highly desirable when the quality of the 
coal supplied is unsuited to hand firing. Even when the 
fireman, helped by the use of good-quality coal, can 
answer the demand for steam, it may still be expedient 
to fit a mechanical stoker which will enable run-of-mine 
coal to be used. The necessity to improve services has 
called for accelerations on railways throughout the world. 
Many steam locomotives, with years of useful service 
before them, must perform work considerably harder, 
whilst burning coal of a quality inferior, than that for 
which they were designed. The fitting of mechanical 
stokers can be a relatively cheap and easy means of 
increasing performance. The Standard stoker, described 
elsewhere in this issue, has been fitted to many locomotives 
built in Britain for railways overseas, on which satisfac- 
tory performance is reported with British-built stokers. 
Meanwhile, the possibilities of mechanical stoking could 
well be examined with a view to improving the perform- 
ance of many British Railways steam locomotives which 
still have a long useful life, and to enabling them to burn 
the great quantities of surplus home-produced coal, most 
of it too small for efficient use in locomotives fired by hand. 


Signalling in the Belgian Congo 
DAPTATION of modern signalling to special local 
conditions is seen in the C.T.C. installed last year 
between Léopoldville and Sona Bata on the Matadi- 
Léopoldville Railway in the Belgian Congo. As steel 
sleepers are used, track circuiting was confined to short 
lengths at the section limiting points, with treadle rail 
contacts to prove the passage of a train into a section 
and receiving relays on the track acted on by permanent 
magnet “last vehicle” detectors, attached to the rear 
of each train as part of the tail signal. Colour-light 
signals are used. The sections between loops, the principal 
sets of points at which are operated by the controller at 
Léopoldville, are divided into two, or occasionally three, 
intermediate sections. It was specially desired to facilitate 
following movements, as it is the custom to run at certain 
hours groups of trains in one direction. An inductive 
A.T.C. system is provided, working on the “ vigilance ” 
principle, with emergency full brake application should a 
driver fail to pay attention to a warning or overrun a 
stop indication. In default of a mains supply, power is 
furnished by generating sets at each station. 


a 
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Aspects of Railway Re-organisation 


| his paper on railway re-organisation read to the Metro- 
politan Section of the Institute of Transport last 
Monday, Mr. G. F. Fiennes, Line Traffic Manager, Great 
Northern, of British Railways, Eastern Region, recalls some 
of the better features of the years between nationalisation 
and the change of emphasis from public service to profit- 
ability as a result of the Transport Act of 1953. Punctu- 
ality, speed, frequency and comfort of services were im- 
proving. There was more shelter from competition. 
British Railways achieved working surpluses totalling over 
£300 million in the eight years to 1955. The urgent tasks 
at that time, he explains, were to unify the systems acquired 
from the four major railway companies, to reap the 
financial rewards of unification, and to plan for the future 
of the railways as a whole. 

The functional organisation under the Railway 
Executive, which obtained until the abolition of the latter 
body under the Act of 1953, was, as he rightly 
observes, well suited to its purpose. The Members of the 
Executive were men of great strength of character and of 
“ undeviating departmental loyalties.” Nevertheless the 
Railway Executive took many corporate decisions, and the 
system of functional chains of responsibility through 
departmental officers in the Regions made possible a good 
start on unification. Devolution of authority began 
when it was clear that the initial tasks were well in hand. 

The fact that the Eastern Region was the first to 
re-organise its traffic departments, adds much to the force 
of Mr. Fiennes’ remarks on the characteristics of its 
traffic organisation, which is now two years old. It is 
possible to pick out only a few points from many in his 
paper. Much has been said in favour of uniformity of 
commercial, operating, and motive power district bound- 
aries in a unified traffic organisation. He points out that 
until a new traffic organisation comes into being, the 
existence of districts with separate boundaries to suit 
operating and commercial convenience was rational. The 
division of the Eastern Region into three Lines follows 
“lines of cleavage ” resulting from the layout of the rail- 
ways amalgamated into the southern area of the L.N.E.R., 
now the Eastern Region. Whereas the staff of the Great 
Northern Line is 30,000, that of the Great Eastern is 20,000, 
and three of the seven Traffic Managers in the Region 
are each responsible for the work of 10,000. The 
re-organisation of traffic in the Region, therefore, has not 
reduced the size of units of management. Two new 
officers have been added to Line and District headquarters, 
a Costings Officer and an Accountant. 

The new organisation in the Eastern Region is stated to 
have facilitated changes in services and decisions to provide 
or dispense with installations such as marshalling yards, 
largely because of ready liaison between the officers con- 
cerned, and of the availability from the Costings Officer 
of information as to financial consequences of changes. 
It may surprise some people that rate quotation still 
is centralised. though there are advantages in central 
negotiation in dealing with large concerns, many of which 
prefer it. As competition for goods traffic is now largely 
between public and private transport, between the “C ”- 
licence operator and the others, there is scope for 
further co-operation between the railways and British 
Road Services, and, he maintains, with private road 
hauliers. 

In current operation, the new organisation, Mr. Fiennes 
believes, on the whole works well. In the long run he 
believes the advantages in facilitating modernisation, in 
contact with customers, and in the ready co-operation 
between the departments will have increasingly better 
results. That is not to underestimate the disadvantages, 
which include the increased amount of specialised know- 
ledge needed by officers and their assistants. The paper 
ends with the suggestion that when the benefits of the 
present organisation are secured and forgotten, that the 
present divisions bear more and more hardly on super- 
intendents and managers, perhaps, in 10, 15 or 20 years, 
departmental organisation will again come into its own, for 
organisation “is a live thing, constantly changing.” 
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The C.P.R. in 1958 


THE recession in North America made the past year 
particularly difficult for railways in Canada and the 
U.S.A. The Canadian Pacific Railway nevertheless con- 
tinued to show its confidence in the future of the 
Dominion by taking measures to improve its efficiency. 
Mr. N. R. Crump, President of the Canadian Pacific 
Railway Company, points out in his year-end statement 
that during 1958 the volume of railway traffic in Canada 
was adversely affected. Factors which contributed to 
the moderate recovery in the latter half of 1958 include 
increased consumer spending, new investment in the public 
sector, and marked increase in new housing. The com- 
pany also continued to expand its own piggyback 
services, hauling its goods and parcels traffic in its own 
trailers. 

Priority is being given in plans, Mr. Crump states, to 
co-ordination of rail and road for all merchandise traffic. 
fo this end, early in November, 1958, a merchandise 
service organisation was set up to study, plan, and imple- 
ment by progressive steps changes in organisation, adminis- 
tration, methods of operation, facilities and equipment, 
to be used in the handling of all less-than-wagonload 
traffic. 

As in the U.S.A., attention is also given to changes 
in the pattern of passenger travel. Despite the growth of 
long-distance air travel, transcontinental rail passenger 
service under the leadership of the C.P.R. “ Canadian,” 
composed of lightweight stainless-steel stock and “ dome 
cars,” continues to enjoy public favour. On short- and 
medium-distance inter-city runs, good results have been 
obtained from the “ Dayliners,” the air-conditioned, stain- 
less-steel, diesel railcars. Continuing improvement of 
country roads and the resulting increased use of private 
motorecars and buses, nevertheless, have “all but eliminated 
passenger traffic on many branch lines.” In these cases 
services are being reduced or abandoned “in the interests 
of economy and with no hardship to the public.” 

A two-year dispute between the company and _ the 
Brotherhood of Locomotive Firemen & Enginemen was 
settled on May 13 last by the signing of a memorandum 
of understanding ending the second of two strikes called 
by that organisation on the point of whether firemen 
(helpers) would be continued to be engaged for service 
on diesel locomotives in goods and marshalling yard 
service. 

In September, 1958, the C.P.R. joined with other 
Canadian railways in an application to the Board of 
lransport Commissioners for a general increase of 19 per 
cent in freight rates to meet the cost of wage increases 
recommended by a Conciliation Board. The Board gave 
judgment on November 17, awarding a rate increase of 
19 per cent. An appeal was made to the Cabinet by 
eight Canadian provinces against the award. Meanwhile 
the railways had informed their “ non-operating ” unions 
that they would be prepared to sign new wage agree- 
ments giving effect to the findings of the Conciliation 
Board if the rate increase were allowed. On November 
26, the Cabinet announced that the increase would take 
effect from December 1. The railways at once met 
representatives of the unions and signed agreements giving 
effect to the findings of the Conciliation Board. A strike 
threatened to start on December | accordingly was 
avoided. 

While passenger carryings by the C.P.R.’s three liners 
operating between Canada and the United Kingdom were 
satisfactory during the St. Lawrence season, a world-wide 
depression in ocean freight rates was reflected in 
diminished earnings by C.P.R. cargo vessels. A replace- 
ment for one of the passenger-cargo liners now in the 
North Atlantic service is on order for construction in a 
British shipyard and when it enters service in 1961 will 
be the largest of the fleet. 

Although the comfort, reliability and scenic advantages 
of travel in up-to-date rolling stock ‘‘ assure the future of 
rail passenger services for carefully selected runs,” Mr. 
Crump points out that technological development in air 
transport indicate an enlarging market for long-distance 
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air travel. To maintain its position as a “ complete trans- 
portation agency,” the company, through its wholly- 
owned subsidiary, Canadian Pacific Air Lines, sought 
Governmental authority to fly five transcontinental routes 
in Canada, and hearings were undertaken late in 1958 by 
the Air Transport Board. Canadian Pacific hotels were 
affected by the recession and the generally higher costs 
of wages and materials. Work continued on additions 
to the Royal York Hotel in Toronto, which will make 
this hotel the largest in the British Commonwealth. Early 
in 1958 a new subsidiary, Canadian Pacific Oil & Gas 
Limited, was incorporated to help in development of the 
company’s oil rights in Western Canada. 

Further progress was made in wider application of 
integrated data processing. Eight centres throughout 
Canada on a 24-hr. basis send information on goods 
working and other operations to a central office in 
Montreal where an electronic computer digests the data. 
The computer centre is undertaking additional data pro- 
cessing procedures affecting operations of Canadian 
Pacific and its ancillary companies throughout the world, 
The C.P.R. claims to have the most complete installation 
and application of integrated data processing of any 
railway or transport undertaking in the world. 


British Consulting Engineers 


HE scope, magnitude and variety of the work being 
carried out overseas by British consulting engineers 
and the contribution which they make to the national 
economy were. ably outlined by Mr. Julian Tritton, 
President of the International Federation of Consulting 
Engineers, in his paper to the Royal Society of Arts, to 
which editorial reference was made in our December 5, 
1958, issue. They are not, however, generally realised in 
this country and still less abroad. 

Nor are the many advantages of employing thoroughly 
reliable and experienced consultants always appreciated by 
overseas authorities undertaking large engineering projects. 
Instead, there is a tendency towards obtaining advice, 
designs and estimates from a contractor accustomed to 
carrying out all kinds of work and therefore less conversant 
than the qualified consulting engineer with up-to-date 
practice in specialised jobs, and who has no comparable 
experienced staff. Moreover, the specialist consulting 
engineer, having no concern with nor interest in commercial 
or manufacturing activities, is in a position to give entirely 
unbiased professional advice on every phase of any 
particular technical undertaking. 

However, competitive bidding by consulting engineers 
for giving such advice is undesirable from every point of 
view, and the profession therefore advises would-be clients 
unable for any reason to select a suitable consultant them- 
selves, to ask for guidance in selection from the Association 
of Consulting Engineers (Incorporated), 36, Victoria Street, 
London, S.W.1. Members of the association act in accor- 
dance with a definite code of ethics and scales of fees. The 
association is in a position to recommend a specialist con- 
sultant with the widest experience of the particular work 
required in the part of the world with which the client is 
concerned. Though the cost of the consultant’s fee has to 
be added to that of the undertaking, this is far more than 
recouped by the savings resulting from the qualified 
experience brought to bear by the consulting engineer. 

These and other advantages accruing from the advice of 
a recognised consultant are explained in a well-produced 
brochure published by the association. Beginning with a 
foreword by the chairman of the association, Mr. J. T. 
Calvert, and a list of the council and officers for 1958-59. 
it consists mainly of a comprehensive list of the works 
abroad being carried out by members in January, 1959. 
They are classified under such headings as airports, drainage 
and sewage, electrical and mechanical, harbours and docks. 
hydro-electric, irrigation, railways, roads and bridges and 
others. In this 70-page list the works are spread over about 
80 countries,.mostly but by no means all within the British 
Commonwealth. 
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U.S.S.R. Seven-Year Plan for Railways 


an we techniques have been developed by 

the U.S.S.R. railways to the extent of enabling 12,500 
miles of trunk line to be converted by the end of 1965, 
including 700 miles at 50 cycles a.c. The length to be 
electrified is stated to be route-mileage, 2nd to include the 
whole of the Trans-Siberian line. In view of the pro- 
gress made in Russia in a.c. electrification, it is surprising 
that no greater mileage is to be converted on this system. 
These plans for the next seven years were announced 
recently by Mr. Boris Beshchev, Minister of Communica- 
tions. They provide also for exclusively diesel operation 
of 37.000 route-miles, bringing the total so worked to 
43,500. Eighty-seven per cent of freight tonnage over the 
total route-mileage of 75,000 in Europe and Asia is to be 
electrically or diesel hauled by the end of the period. In 
view of the progress in development of diesel motive power, 
this announcement is not surprising. Ton-mileage in 1965 
is to be over 1,100 million, or four times that of 1940, the 
last year of normal operation before the war. 

Nearly 5,600 miles of new lines and close to 5,000 miles 
of second track are to be built, and the amount of 
mechanical equipment used for track laying and main- 
tenance almost trebled. A modified form of C.T.C. is to be 
extended to 12,500 miles of track. The Minister has 
stressed that labour productivity on the railways, taking 
into account a reduced working day, is to rise by 34-37 
per cent in seven years. Whatever the progress made in 
U.S.S.R. in the development of automation and mechanisa- 
tion, such an increase in productivity cannot be achieved 
without revolutionary changes in techniques in many fields. 

The railways in several countries behind. the Iron Curtain 
to some extent have adopted Russian practices. None 
has announced betterment plans comparable in proportion 
to those of the U.S.S.R. railways. Poland, Czechoslovakia, 
Hungary and China are pursuing their own methods. In 
a.c. electrification, for instance, China has received neither 
technical advice nor locomotives or other material from 
Russia. These have been sought from the West. 


Freight Traffic Improvements 


BY introducing a comprehensive plan for improving 
freight transport, the London Midland Region of 
British Railways has shown itself alive to the fact that 
only by increasing efficiency through radical alteration of 
methods can new business be obtained, and traffic, more 
particularly general merchandise, won back from the roads. 
It is a short-term plan, to operate over the next three or 
four years, aimed at setting new standards of service and 
reliability on which the Regional sales force can act with 
complete confidence. A large number of separate projects 
are involved with the object of speeding up both the move- 
ment and handling of traffic to produce a more economical 
and reliable service. The main provisions were outlined 
last week by Mr. David Blee, General Manager of the 
Region. A start has been made by the introduction 
of overnight express goods trains, of which there are now 
some 600, and diesel locomotives. The Region is sub- 
stantially increasing the rate of intake of such locomotives 
which will include both the 2,500-h.p. and 1,160-1,250-h.p. 
type. In Mr. Blee’s opinion any freight or passenger train 
Operated in the Region at present can be hauled by these 
two types. The increase in the number of fast freight 
trains depends entirely on the availability of rolling stock 
fitted with vacuum brakes, and good progress is being made 
in fitting wagons. 

Speedier handling of consignments should be achieved 
by a drastic reduction in the number of freight terminals 
and marshalling yards and the modernisation of the re- 
mainder. There are now 170 depots in the London Mid- 
land Region dealing with less-than-wagon-load traffic, but 
this number will be cut to 48. Of these, 10 will be 
modernised this year and a number of contracts for this 
work already have been placed. The number of marshal- 
ling yards is to be reduced from 111 to 46, which will 
eliminate or reduce the handling of wagons and provide 


THE RAILWAY GAZETTE 149 


direct terminal-to-terminal services. It should also lessen 
the danger of damage to loads in transit. 

Parcels traffic is to be concentrated at six centres: Bir- 
mingham, Leicester, Liverpool, London, Manchester and 
Nottingham. This should not only reduce handling and 
operating costs, but also remove the mass of parcels from 
passenger station platforms. 

One vital aspect, the value of which will be greatly 
enhanced by the implementation of this plan, is the door- 
to-door service. The London Midland Region already has 
adopted a zonal system of railheads whereby traffic from 
railheads and sub-railheads in a specific area is delivered 
to the customer’s door direct by road vehicles, so eliminat- 
ing the delay of sorting wagons for onward transit to local 
stations. Some thought is also being spent on the develop- 
ment of containers with a good payload and low tare 
weight. 


Accidents on East African Railways 


OMPARISON of the incidence of mishaps and acci- 
dents on railways operating in widely differing con- 
ditions overseas is difficult. By and large, railways in 
tropical countries in Africa and Asia appear to be 
remarkably free from accidents in view of circumstances, 
including the climate and its possible effects, such as 
washouts, and long stretches of single line. 

The record of the metre-gauge East African Railways 
& Harbours system is good in all the circumstances. 
Public attention was directed recently to accidents on what 
might be termed the main line, in the Kenya-Uganda 
section, from Mombasa, on the coast, to Kampala in 
Uganda. Accordingly a special investigation into recent 
derailments and collisions was carried out by Mr. R. M. 
L. Lemon, Chief Assistant to the General Manager, Mr. 
J. R. Farquharson. This showed that there were 105 
derailments or collisions on running lines between 
January | and September 30, 1958, compared with 158 
in the same period of 1957. The number of train-miles 
run in the first nine months of 1958 was just under 
8,000,000, slightly less than in 1957; so that even allowing 
for changes in traffic density there was still an overall 
improvement in the results. For example, in the Kenya- 
Uganda section, including branches, for every 100,000 
train-miles run in the first nine months of 1958 there 
were only 1:3 derailments or collisions compared with 
1:5 in 1957. Similarly on the Tanganyika Central Line 
between January and September, 1958, there were only 
0-9 derailments or collisions for every 100,000 train-miles 
run, against 1-0 in the same period of the previous 
year. 

These figures were not considered enough to give the 
whole picture. Although no railway of the size of 
E.A.R. & H. can hope to operate with no accidents at 
all, nearly half the derailments or collisions occurring 
between January and September, 1957, occurred on secon- 
dary lines, such as the Western Uganda Extension, and 
the Southern Province Railway (Tanganyika), and were 
almost entirely the result of difficulties with newly laid 
or unconsolidated track. Analysis of the 1958 results to 
show the incidence of derailments and collisions on the 
various main and branch lines produced a rather different, 
and in some respects less favourable, picture. In the 
first nine months of last year there were 60 accidents 
between Mombasa and Kampala, compared with 50 in 
January-September, 1957. The corresponding figures were 
13 (37) for branches in the K.U. section, 4 (19) for the 
Tanga Line, 9 (10) for the Central Line (Tanganyika), 
9 (10) for Central Line branches, and 10 (32) for the 
Southern Province Railway. 

As it was accidents on the main line which attracted 
public attention, the 60 cases of derailment were examined 
in more detail. The conclusions reached were that most 
accidents both in 1957 and 1958 were the result of defects 
in rolling stock and permanent way, but that no com- 
pletely new factor had arisen to account for these defects. 
Only one derailment was caused by a defect in a coach, 
against 19 involving wagons. There was no indication 





150 


that excessive speed or failure to observe rules was a 
significant factor in proportion to the number of accidents. 
Nearly half the cases were or could have been the result 
of failures of the human element, but these failures were 
not confined to any one department or group of staff. 
There was no evidence of deterioration in the general 
standard of rolling stock and track maintenance or in the 
standards of conduct of the staff. 

Suggestions now being adopted to reduce the number 
of accidents mainly concern aspects of departmental 
investigation of cases to determine basic causes, more 
detailed analysis of accidents, and the need for firm and 
consistent disciplinary action where individual responsi- 
bility is determined. It has also been considered neces- 
sary to take more definite steps to improve loading of 
wagons by consignors. In the first nine months of 1958 
there were four derai!ments on the Kenya/ Uganda line 
caused by insecure loading against only one in the corre- 
sponding period of 1957. 


(By a correspondent) 

HE Association of American Railroads sent out a 
heartening statement of railway revenues and expenses 
for October. There is a decided improvement on the 
results at June 30, 1958, though the railroads may not 
easily reach once more the level of 1956, their last good 
year. In October total operating revenues decreased 
by $25:5 million, or 2°8 per cent. That raised the fall for 
10 months to $933 million, or 10-5 per cent, contrasted 
with a drop of 13°5 per cent for the first six months of the 
year. A decrease in freight revenue of $24 million, or 
3 per cent, in October was small compared with a fall 
of $70 million, or 9°6 per cent, in June. The rate of 
decline in passenger revenue also dropped from 7 per cent 
in June to 4 per cent in October. Through an award of 
the Interstate Commerce Commission, payments for the 
carriage of mail were higher by $33 million, or nearly 
15 per cent, in the first 10 months of 1958, the solitary 
increase in traffic receipts. 

By October 31, the railways reduced operating expenses 
by $623 million, or 9 per cent, so that their operating 
ratio was 79 per cent, against 78 in 1957. They had a net 
railway operating income (earnings before charges) of 
$603 million, nearly 25 per cent below 1957. Only 14 
Class | railways were in deficit, against 29 at June 30. 
With the exception of the New Haven and Lehigh Valley, 
none of the companies “in the red” operated more than 
1,000 miles of road. Happily the Pennsylvania, which has 
paid a cash dividend to its stockholders in every year 
since 1848, earned $6 million—86 per cent below 1957 
earnings, but sufficient to preserve its status. A cut of 
15 per cent in operating expenses made this feat possible, 
as freight revenue was down 19 per cent and passenger 
revenue 13 per cent. The New York Central also earned 
$4 million and the Eastern District railways as a whole 
had an income of $75:7 million, wiping out a deficit of 
$5,252,300 for the first six months of 1958. 

The Central Western Region was singular in having an 
Operating income 2:6 per cent larger than in 1957. The 
three great railroads, the Santa Fe, Burlington, and Union 
Pacific, all worked smaller traffics so economically that 
their operating incomes were 7-7 per cent, 12 per cent 
and 48 per cent, respectively, above 1957. 

OPERATING STATISTICS 

The latest A.A.R. report on the transport situation 
covers 49 weeks to December 6. Wagon loadings num- 
bered 28,614,800, a decrease from 1957 of 5,282,300, or 
nearly 16 per cent and a fifth less than in 1956. There 
is little chance of a recovery in traffic volume while steel 
plants work at only 75 per cent of capacity and coal 
output lags 12 per cent behind 1957 production, as it did 
in November. At the end of that month ore movements 
from Lake Superior ports were 37 per cent below last 
year’s level. Ore forwardings by rail fell from 2,816,200 
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wagons in 1957 to 1,704,700 last year, or by 39 per cent, 
Over the same 49 weeks, coal loadings dropped from 
6,414,000 to 5,178,000, or by 19 per cent. At the end of 
November, coal exports from United States ports 
totalled 364 million wagon loads, a decrease of 35 per 
cent from 1957 shipments. The three coal roads in the 
Pocahontas Region lost fully a fifth of their freight 
revenue. 

Grain was loaded into 2,724,310 box wagons, an in- 
crease of nearly 9 per cent on 1957 and an all-time 
record. This development may continue in 1959 as the 
Department of Agriculture has enlarged its export pro- 
gramme. Grain is a paying traffic. In 1957 the average 
wagon of wheat held 54 tons and earned $369 gross 
revenue, while a wagon of iron ore carrying 67 tons 
brought in $146 and a wagon with 60 tons of coal pro- 
duced a revenue of $215. Forwardings of general mer- 
chandise and smalls, which occupy 50 per cent of all 
wagons loaded, declined by about 15 per cent last year. 
That was a serious loss to the railroads for these high- 
rated traffics load to 30 tons a wagon, producing a 
revenue of about $375. 

In November, the railroads had a daily surplus of some 
14,000 wagons. On December | no fewer than 145,730 
wagons, or fully 8 per cent of stock, were under repair. 
In every month of last year the index of work done by 
the wagon stock, “net ton-miles per serviceable car per 
day,” was below the figures for the three previous years, 
but the railroads will be wise to keep the under-repair 
percentage down. An expansion in traffic may come as 
suddenly as the slump, which surprised everybody in 1957, 








Letters to the Editor 


(The Editor is not responsible for opinions of correspondents) 


Impediments to Travel 


January 30 

Sir,—I refer to Mr. F. C. C. Stanley’s letter in your 
January 9 issue. How right he is to describe the outgoing 
Customs examination at ports a farce! 

To illustrate just how farcical this job-making procedure 
is and how ripe the time is for all organisations and in- 
dividuals inconvenienced to press those concerned to end 
it: I travelled regularly from the beginning of 1955 to the 
close of 1957 between London and Utrecht. I normally 
went by Harwich-Hook and always at Harwich, after pass- 
port control, came the following process in the Customs 
with a full complement of officers on duty :—1. May I see 
your passport, please? (officer flicked over pages un- 
seeingly); 2. Is this all your luggage? (officer looking else- 
where) and 3. How much English money have you? (chalk- 
ing luggage). 

I sometimes changed route by going via Dover-Ostend. 
Until the beginning of 1957 the Dover Customs were only 
asking about money. Then on a journey in February of 
that year passengers were just waved through. In 
September, 1957, registered outwards baggage was 
examined minutely at Victoria, but on the same journey 
nobody bothered about hand baggage at Dover. Mean- 
while the awkward squad of courteous obstructionists were 
still plugging away at their old routine in Harwich. 

Officialdom had told me in 1952 that the outgoing 
Customs examination was largely necessitated by the 
currency regulations, though at the time the passport 
examiners were asking the questions about English money. 
It ignored me when I drew attention to the anomalies 
described above. 

H.M. Customs do a good job generally at ports and no- 
body will dispute the necessity for an inwards examination. 
But there can no longer be the slightest justification for the 
inconvenience to both port operators and travellers on the 
way out, especially at the taxpayer's expense. 

Yours faithfully, 
A. P. LAMBERT 


10, Alderton Crescent, N.W.4 
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Fog Service 

A friend delayed in the morning by 
the thick fog rang up British Railways 
in the afternoon to inquire about the 
evening train service. “ I’m sorry, sir,” 
came an apologetic female voice, “ but 
the official you want to speak to left 
the office early because of the fog.”— 
“ Peterborough” in “ The Daily Tele- 
graph.” 

Next to Godliness 


The following notice issued by the 
Central and Western Railways of India 
is being published in the Indian Press 
and exhibited at stations: 


TRAVEL Hasits 


Cleanliness is next to Godliness. Let 
us cultivate the habit of cleanliness 
We can help by not throwing scraps of 
food, skins and peel of fruit and water 
on platforms or in compartments 
These should be consigned to the dust- 
bins. 
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THE SCRAP HEAP 


Spitting indiscriminately on platforms 
is unhygienic. It is also bad manners 
Let us use spittoons. 

Let us not use cooled and filtered 
drinking water for other purposes. 

Let us avoid sitting with the feet on 
the seat. This is annoying to others in 
the compartment, and is not good 
manners either. 

Booking our heavy luggage in the 
brake-van will give our fellow passen- 
gers and ourselves more room in the 
compartments. 

It is an offence to smoke in a railway 
train when requested by a _ fellow 
passenger not to. Let us avoid smoking 
when requested, or when the compart- 
ment is crowded or the doors and 
windows are shut. 

Railways are the Nation’s property 
We can help to safeguard these by 
apprehending persons pilfering or 
causing damage to railway property. 
They should be pointed out or turned 
over to uniformed Railway Staff on 


CAPITALIST BRITAIN 


Russia and China both publish splendid 
magazines for sale in the West, boosting 
their way of life. Here is a proposal for a 
Western counterpart. Future issues will be 


published in Russian, Hungarian, Rumanian, 
Serbo-Croat, Tibetan and Chinese, not to 
mention colour. 





, . ASC mo 
UNDER LONDON’S VAULTS 
The Miracle of the Underground 

COWARDS the end of the last century, the enterprise 

and imagination of English capitalists gave London a 
system of below-surface transport which has come to be 
the envy and, indeed, the astonishment of every foreign 
visitor. 

The trim red trains, their flanks curved out barrelwise as 
if they were bursting from the sheer pressure of the satis- 
faction of the travellers inside, run smoothly along standard- 
gauge tracks inside tunnels that seem only just big a> 
to pass them through. Yet in these sleek little coaches the 
number of workers commuting daily to and from their 
jobs in factory, office and bank is greater than in any other 
+ in the world. 

he secret is a simple one. British workers, conditioned 
by their Western plutocratic upbringing in a kingdom 
where freedom and private enterprise are second nature 
to every man, woman and child, have learnt to take up a 
smaiier space in public service vehicles than citizens any- 
where else. You can see them any day, especially during 
the favourite travelling hours between 8.30 and 9.30 in the 
morning and 5.00 and 6.00 in the evening, crushing one 
another happily into corners, mounting one another's 
shoulders and crawling between one another's feet in their 
proud determination that London Transport shall keep 
its record for density of population. 

And what of the trains themselves? 

Smooth in operation and smart in design and finish, they 
set a standard of reliability that, whatever else it may be, 
is frankly amazing. Sir John Efliot, the supreme head of 
London _ teas recently revealed that out of 6,500 daily 
journeys made by trains of London Transport, only eighteen 
end up with a breakdown 
incidentally, the familiar red paint is soon to be replaced 
by gi g silver. doners, who do not forget that a 
silver train of this kind was provided to take peers to 
Westminster Abbey on the morning of the Coronation of 
Queen Elizabeth ft, will be thrilled at the thought of riding 
in an identical train themselves. 

It is no wonder that passengers develop a loyalty. to 
their trains so strong that sometimes they are reluctant 
to leave them even after one of those rare breakdowns 
has put them out of commission 

Among the amenities provided by London Transport 
which are unknown in underground trains in communist 
countries are the gay expanses of coloured art posters 
displayed free in the stations; the pretty hostesses who 
stand at the head of the escalators playfully snapping their 
clippers in memory of the days when tickets used to be 
clipped before a passenger could descend to the platform; 
and the deep pits or trenches which are provided between 
the lines when they pass through stations, thoughtfully 
intended for the comfort of passengers when they are 
elbowed off the jostling platforms. 





Happy British «workers travel to office and factorsyin trains like 

these on the London Underground. Between East Finchley and 

Morden the line runs through the longest railicay tunnel in the 
svorld. 


[Reproduced by permission of “ Funch” 


duty. Unsocial elements indulging in 
unauthorised alarm chain pulling could 
be dealt with in like manner. 


Railway News Bulletins 


An example of railway enterprise 
was seen in New York during the re- 
cent 19-day newspaper strike, when 
passengers were provided by the rail- 
ways with a service of news bulletins. 
In conjunction with the Long Island 
Daily Press, the Long Island Railroad 
displayed news bulletins on a screen, 
using slides and the rear projection 
method familiar in indicators at stations 
in Britain for showing train times and 
destinations or train arrivals. The New 
York Central System distributed some 
40,000 duplicated news bulletins each 
day, the news being supplied by news 
papers and agencies. 


How to Make the Railways Pay 


On many lines it has been a funda- 
mental principle with the Directors to 
drive passengers into first-class car- 
riages, and thus swell the amount 
received from first-class fares. With 
this view second-class carriages were 
rendered as uncomfortable as possible, 
and second-class fares raised almost to 
the level of the class above them. But 
what came of this notable scheme? 
Certainly not what was expected. 
People either took third-class tickets, 
or went to other lines, or did not travel 
at all. The fact is that the public can 
be easily led, but can never be driven. 
It is very free-handed with its money, 
but only on condition that the money’s 
worth is forthcoming. It will not put 
up with hard terms of bad usage. 
Make your railway carriages comfort- 
able, your charges low, and your ser- 
vice effective, and people in good 
weather will almost live on the line. .. . 
—From “The Times” of January 31, 
1859, 


Pompous P.R.Os 


(In correspondence in the Press on 
“Golden Arrow” timings reference 
was made to a“ pomposity of P.R.Os.’) 
The P.R.O’s capacity 

With wit and perspicacity, 

To vindicate veracity 

Demands much sound sagacity, 
Appropriate audacity, 

And proper pertinacity. 


Need verbal virtuosity 

Such as impetuosity 

To dot an “i” or cross a “t” 
Provoke such animosity? 

To call them a “ pomposity ” 
Is titular monstrosity. 


Looking at things reflectively, 
And, naturally, objectively, 
Why talk of them invectively? 
For P.R.Os., collectively, 

Will only scratch effectively 
When forced to act protectively. 
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OVERSEAS RAILWAY AFFAIRS 


SOUTH AFRICA 
Dube-Naledi Line Opened 


The Dube-Naledi line, formerly 
known as Doornkop line, serving the 
non-European areas to the south-west 
of Johannesburg, was opened on 
January 1. This new double electrified 
line is an extension of the New Canada- 
Dube section built some years ago. It 
caters for passengers from the residen- 
tial areas set aside for non-Europeans, 
and it is estimated that about 85,000 
passengers will travel on this line daily 
this year. The total is expected to 
increase by about 20,000 a year during 
the following three years to 145,000 in 
1962. About a third of these pas- 
sengers will travel to the new Westgate 
Station, a third to Faraday, and the 
remainder to Johannesburg, Doorn- 
fontein, and Jeppe stations. 

\ feature of the new line is that four 


stations, Ekwezi, Inhlazane, Merafi, 
and Naledi, have been built at approxi- 
mately 14-mile intervals. Construction 


of the line necessitated the building of 
three overline bridges, four footbridges, 
and four culverts. Earthworks con- 
sisted mainly of rock and amounted to 
some 600,000 cu. yd. The line is about 
64 miles long and cost some £2,000,000 
to build. 


Increase in Passenger Journeys 
Passenger journeys on the South 
African Railways during the first six 
months (April to September, 1958) of 
the 1958-59 financial year totalled 
135,227,521, an increase of 2,260,208 


(From our correspondents) 


over the corresponding period of the 
previous financial year. First and 
second class travel showed no appreci- 
able variations, but the total journeys in 
the third class was 80,099,523 during 
the first half of the 1958-59 financial 
year in comparison with 77,835,549 
during the first six months of 1957-58. 


INDIA 
Mobile Libraries for Railway Staff 


As part of the drive to extend some 
of the facilities, provided in railway in- 
siitutes to staff at way-side stations, the 
Kailway Board has asked managements 
to arrange mobile libraries, either 
attached to existing railway institutes 
or functioning independently. 

A mobile library was recently placed 
in service on the North Eastern Rail- 
way. It is a metre-gauge van divided 
into two compartments, one of which 
accommodates the librarian. Books are 
stocked in Hindi, Urdu, and Bengali. 


CANADA 
C.N.R. Wagon Painting Shop 

A new grit blast and paint shop, part 
of the Canadian National Railways 
plan for improved facilities at its motive 
power and car shops in Transcona, is 
now in full operation. The shop is 
designed to extend the life of freight 
wagons through preventive mainten- 
ance. 

When a wagon enters the shop, it 
is first stripped and dried and then 
rolled into a sealed chamber where it is 


Rolling Stock Construction in Tasmania 





Four articulated country saloon passenger carriages under construction in 
Launceston railway workshops 


subjected to intensive blasting by 
millions of iron pellets. This opera. 
tion, which takes about 20 min, 


removes all old paint, corrosion, and 
dirt from the wagon. The ends and 
under-carriage of each car are grit- 
blasted manually by workmen in speci- 
ally-designed, protective —_ clothing. 
After its grit blast treatment, the 
wagon is given a primer coat before its 
transfer to the paint section. There, a 
mobile booth moves over the car auto- 
matically, spray-painting its sides and 
roof. The ends are sprayed manually, 


New Wing for C.N.R. Hotel 
Foundation Martime Limited, Hali- 
fax, has been awarded a general con- 
tract for about $2,500,000 to complete 
construction of a wing to the Nova 
Scotian Hotel in Halifax. Target date 
for opening the addition is the spring 
of 1960. On completion it will more 
than double the present capacity of the 
hotel. A large number of the rooms 
will be of the bed-sitting room type. 
Another part of the project will be a 
cafeteria in keeping with those in the 
larger C.N.R. hotels such as_ the 
Chateau Laurier in Ottawa, which has 

proved very popular with the public. 


ARGENTINA 


Labour Situation 

Despite strong agitation for the 
release of railwaymen arrested during 
the recent strikes, the Government has 
firmly refused to take any steps, stating 
that sentences imposed by the military 
must be served in full. At the same 
time, it declined to end the mobilisation 
of railwaymen, which continues in full 
force. As a result of these firm 
measures, the services are at present 
running normally. Sentries have orders 
to shoot without warning in cases of 
sabotage, while those railwaymen who 
refused to present themselves were 
summarily dismissed. 


UNITED STATES 


Teleprinter for Wagon Records 


To expedite the classification of 
more than 50,000 daily reports on 
wagons in movement the _ Illinois 
Central Railroad has installed a tele- 
printer which can transmit 600 words a 
minute, compared with the 60-100 
words a minute of teleprinters generally 
used by U.S.A. railways. Information 
on the make-up of trains, including 
wagon numbers, is teletyped from 
various places and received on perfor- 
ated tapes in the L.C.RR. communica- 
tion centre in Chicago. Tapes are then 
fed into the new teleprinter circuit and 
reproduced in the Accounting Depart- 
ment office building seven miles away at 
600 words a minute. The information 
is then transferred to punched cards by 
means of International Business 
Machines data-processing equipment. 
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Wagon numbers arranged in numerical 
order pass through a printer which 
makes a record in page form showing 
number, identification initials, routing, 
location, and load of the wagon. The 
new installation extends at present over 
about half the Illinois Central system. 
It is a further step to facilitate answers 
to inquiries about consignments by rail- 
way users. The same information is to 
be used in the wagon accountant’s 
office. 

Wagon Weighing by Gamma Rays 

The Technical Research Centre of 
the New York Central System has 
evolved an apparatus which uses atomic 
energy to weigh passing wagons travel- 
ling at speeds up to 30 m.p.h. Gamma 
rays, emitted from a Cobalt 60 source 
below the rails, are absorbed in pro- 
portion to the weight of the wagon and 
its contents. Scintillation counters sus- 
pended above the track then count the 
remaining rays and feed the information 


into an electronic computer, which 
gives the weight of the wagon. 
Cafeteria Cars 
Five new cafeteria cars were re- 


cently put into service on the Madrid- 
Malaga, Madrid-Corunna, and Bilbao- 
Barcelona sections of the National Rail- 
ways. The cafeteria facilities occupy 
some 290 sq. ft. of space and the re- 
mainder of the car comprises a corridor 
and three six-seat compartments with 


Publications Received 


Railway Signalling Systems. By John 
R. Day and B. K. Cooper. London: 
Fredk. Muller Limited, Ludgate House, 
110, Fleet Street, E.C.4. 74 in. x 5 in. 
144 pp. Illustrated. Price 9s. 6d.— 
The authors have succeeded in their 
aim “to provide in simple form an 
account of the basic principles on 
which railway signalling in Great 
Britain has been built up.” The 52 
illustrations, of which 31 are photo- 
graphs, are carefully chosen. After a 
short historical introduction the block 
system, operation of single lines, appli- 
cation of power to the working of 
points and signals, with the features of 
certain forms of controlling circuit, are 


dealt with. Track circuiting in_ its 
various forms is described and the 
essentials of A.T.C. presented. The 


treatment of C.T.C. enables its poten- 
tialities to be clearly understood. 


Storia del Mostro (History of the 
Monster). Rome: Published by the 
Italian State Railways and obtainable 
from the Railway Museum, Termini 
Station. 96 pp. 84 in. x 43 in. Tllus- 
trated. Price 350 lire. This well written 
and well illustrated booklet is the 10th 
of a series covering aspects of railway 
activity being issued by the Italian State 
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The staff is accom- 
in an adjoining passenger 


reclining chairs. 
modated 
saloon. 


American Aid for Improvement 


Out of two loans totalling $22,600,000 
granted to Spain by the U.S. Admin- 
istration For Economic Development on 
December 31, 1958, about two-thirds, 
i.e., $14,900,000, is intended for the 
improvement of certain main lines in- 
cluding those between Madrid and the 
Franco-Spanish frontier stations of Irun 
and Port-Bou; Madrid and Valencia; 
and Madrid and Coruna. 


FRANCE 
S.N.C.F. Finances in 1959 


As a consequence of the passenger 
fare and freight rate increases recently 
announced, the French Government 
budget for 1959 envisages a reduction 
of 62,600 million francs (£46 million) 
in the National Railways deficit as com- 
pared with the results for 1958. This 
reduction is modified by the higher 
prices for coal and electricity authorised 
under the budget provisions. Payments 
authorised to be made to the S.N.C.F. 
by the State in 1959 total 157,940 
million francs (£116 million). This in- 
cludes 34,000 million francs (£25 
million) for compensation in respect of 
charges either not increased or reduced 
at the behest of the State, 99,800 million 
francs (£73 million) for maintenance of 
permanent way and level crossings, and 
for certain pension commitments, and 
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23,500 million francs (£17 million) in 
respect of reduced fares granted for 
State social and welfare purposes. 


Deviation for Serra-Poncon Barrage 


At Serre-Poncon, in the Hautes 
Alpes, the Electricity Authority is erect- 
ing a barrage across the River Durance, 
to form a natural reservoir. This in- 
volves the flooding of some seven miles 
of the National Railways line between 
Chorges and Embrun on the Veynes- 
Briancon line. A deviation is being 
constructed at a higher level, necessitat- 
ing long embankments, retaining walls, 
five tunnels totalling 7,664 ft., and three 
large viaducts. Two stations will be 
submerged, one of which will be 
replaced by a halt and the other, 
Savines, by a new station linked to the 
town by a 3,030-ft. bridge across the 
lake. The work is carried out by the 
Electricity Authority in conjunction 
with the S.N.C.F. 


WESTERN GERMANY 


Nuclear Power and Radioactivity 

The Bundesbahn Zentralamt (Central 
Design & Research Office) of the 
Federal Railway at Minden is now con- 
ducting research into nuclear power 
and radioactivity. Three principal 
matters under examination are: (a) 
use(s) for railway purposes of (1) 
nuclear power and (2) radioactive iso- 
topes and (4) protection of railway staff 
and the general public, and of rolling 
stock and railway premises during 
transport of radioactive materials. 








Railways. After a _ short general 
historical introduction it traces with 
much technical detail the evolution of 
the steam locomotive in Italy, which 
is characterised by various designs 
adapted to the conditions obtaining on 
certain sections of route. The loco- 
motives distinctive of the three princi- 
pal railways amalgamated in 1905 to 
form the State system, are described 
and the practice followed by the various 
engineers briefly explained, with the 
course by which a considerable degree 
of standardisation was achieved before 
electrification. 


Looking at Industrial Relations —Lon- 
don: Published by the Engineering & 
Allied Employers’ National Federation, 
Broadway House, Tothill Street, S.W.1. 
No price stated.—This 48-page book- 
let, the subject of editorial comment on 
page 145, summarises the part played 
by the engineering employers in the 
development of joint negotiation and 
conciliation in the industry since the 
Engineering Employers’ Federation was 
founded in 1896. The description of 
the events preceding the strike of 
engineering and shipyard workers in 
1957 is of particular interest. The 
booklet points out that “from the 
moment when the railwaymen had their 
3 per cent Railway Staff National 





Tribunal award increased by direct 
negotiations between the unions and 
the B.T.C., and presumably with 
Government approval, it was evident 
that the attempt to break the wage-price 
spiral had failed.” Most of the national 
Press is reproached with accepting the 
unions’ claim that the engineering 
employers had refused to negotiate. 
“This inexplicable attitude of mind that 
there must always be a counter-offer 
to a wage claim,” it is stated, “is a 
post-war phenomenon,” and, later, 
“ There is no reason to assume that had 
the Government made it clear that the 
6} per cent wage increase to railway- 
men had been authorised because rates 
. were below those in comparable 
outside industry, . . . the issue in engi- 
neering might not have been success- 
fully fought out by the employers.” 


G.E.C. Export Guide-——The January 
1959 issue of this publication shows a 
continued deterioration in some of the 
United Kingdom’s best overseas mar- 
kets. Some countries, however, con- 
tinue to present favourable opportuni- 
ties for British exporters, while a few 
others offer further improved potentiali- 
ties. The guide provides the latest 
available information in this country 
on the export prospects for 36 major 
groups of manufactured goods in 
Britain’s major export markets. 
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Demolition of Cannon Street Station Roof 


Work carried out from a mobile gantry 
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View from west, showing gantry in position for dismantling truss No. 2 


HE first stage in the rebuilding of 

Cannon Street Station, British 
Railways, Southern Region, has been 
reached with the completion of the 
dismantling of the roof. This struc- 
ture was erected in 1866 and con- 
sisted of 19 wrought-iron trusses span- 
ning 192 ft. with a rise of 60 ft. The 
main members were of riveted con- 
struction, | ft. 94 in. deep, and the 
internal members riveted vertical struts 
and diagonal flat bar cross bracings. 
The trusses were interconnected by 
heavy purlins and surmounted by a 
lantern running the full length of the 
roof 

The trusses were fixed on the east 
wall by cast-iron shoes, each weighing 
some 5 tons. On the western wall the 
shoes rested on roller bearings to allow 
for temperature expansion. The roof 
was connected at the north end to the 
former Terminal Hotel, and at the 
south it terminated in a twin glazed 
gable screen between the two terminal 
towers. Most of the slate and glass 
covering was shattered by bombing 
during the last war, and the rest had to 
be removed for safety. 

A special examination of the struc- 
ture was carried out in 1947, and it 
was found that the ironwork had cor- 
roded to such an extent that it was 
unfit for recladding. It was, there- 
fore, decided to demolish the roof and 
replace it with a new structure in 
conjunction with the development of 
the station. 

Work began in April, 1958, during 
off-peak periods, from 11 a.m. to 
3 p.m. and at week-ends. 


A large gantry was erected between 
the first and second trusses at the south 
end to previde a working platform and 
to secure the parts of roof cut away. 
The ends of the gantry rested on 
rollers on the top of the station walls. 
It was supported in the centre by a 
steel trestle resting on roller tracks on 
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platform 5. The platform had to be 
strengthened to carry the load from the 
rolling trestle. A platform was in- 
stalled on top of the gantry on which 
was erected 71,000 ft. of scaffolding 
supporting four  electrically-operated 
cranes and floodlighting equipment, 
Cantilever beams, designed to carry 
the roof trusses were mounted on the 
gantry above roof level. 


Dismantling Procedure 

Before demolition started the arch 
rib of truss No. | was secured to the 
cantilevers by dropper bars. By 
tightening the dropper bars, working 
stresses in the truss were released. All 
demolition work was carried out by 
oxy-acetylene burning. First, all in- 
ternal flat bar bracing members were 
cut out, then the bottom tie consisting 
of 5\% in. dia. solid round bars was 
removed. All the vertical struts were 
then taken out, leaving only the main 
rib and the cable tie. These ties had 
been installed as a safety measure 
earlier this century. The tie was re- 
leased by freeing its anchorage. The 
arched rib was then left suspended 
from the dropper bars. The first two 
cuts in the rib were made in the crown, 
and a small wedge-shaped section re- 
moved. The rest of the rib was then 
cut into 15-ft. pieces working from the 
centre outwards. 

The south gable screen was next 
dismantled by moving the gantry on 
its rollers up to the end towers. A 
scaffolding tower was erected on Plat- 

(Continued on page 158) 
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Diagonal member being cut by oxy-acetylene burner 
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Rubber-Cushioned Resilient Wheels for Main-Line Railways 


Characteristics of some applications in Britain and on the Continent 
By Ad.-M. Hug, M.1.Mech.E. 
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Electric motor coach on French National Railways, South Eastern Region, 


electric suburban services, 


ESILIENT rubber - cushioned 
wheels, that is, wheels in which a 
measure of resilience between wheel 


rim and axle is achieved by the intro- 
duction of rubber discs or segments, 
have been applied in increasing num- 
bers over the last 25 years to tramways 
and secondary railways. At present, 
the number of such applications is 
possibly in excess of 35,000 wheels. On 
main-line railways, however, applica- 


tions of rubber-cushioned _ resilient 
wheels are only of relatively recent 
date. This article is concerned with 


recent applications to main-line trac- 
tion and rolling stock. 

_It should be stressed that if con- 
siderable reference is made to the 
Swedish SAB wheels, it is because this 
wheel appears to be the only type that, 
up to now, has been applied success- 
fully and in considerable numbers to 


main-line vehicles on European rail- 
ways. 

Principles 
Most types of rubber-cushioned 
resilient wheels, including those for 


tramways and for narrow-gauge rail- 
ways, consist of three metallic discs. 
Between these discs are placed either 
circular rubber blocks, positioned in 
one or two concentric rows, depend- 
ing upon axleload, or a single pair of 
large rubber discs, which may be 
divided into segments. The central 
metal disc is fixed either to the wheel 
tyre as in the SAB type, which shows 
the advantage of a smaller unsprung 
weight. or to the wheel hub (SAGA- 
Pirelli type). In the last 10 years the 


fitted with SAB wheels 


rubber has normally been applied 
bonded to metal plates. 

The illustration below shows an 
SAB wheel with the three discs dis- 
mantled: it is one of the heavy-duty 
designs for axleloads up to 20 tons. 
Each of the outer wheel discs has 12 
steel-bonded rubber blocks, of the type 
shown in the illustration on page 156, 
in each of the two concentric rows, 
making 24 on each side of the central 
disc. In a mounted wheel the shear 
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load is carried by the central bosses of 
the armature plates. The small screws 
in the lugs of the latter merely fix the 
blocks for mounting purposes. The 
eight small bosses of the inner arma- 
ture plates have the effect of reducing 
tne contact surface and creating a space 
for air circulation for cooling. In Fig. | 
arrowheads show the air circulation 
along all the rubber discs. The illus- 
tration on the same page shows the 
complete fully-assembled wheel, ready 
for pressing on the axle. 

Although the principles of such 
wheels may now be clear, it may be 
helpful to add the following in 
connection with the illustration below. 
In the centre is the central disc 
carrying the tyre; the hub disc with 
tubber blocks is on the left, and on 
the right is the outer disc, with the 
same number of rubber blocks. When 
assembling, the outer disc is turned 
over, with the rubber blocks towards 
the central disc. On the inner disc 
(left) can be seen the bolts, which con- 
nect it with the outer disc, but which 
pass freely through large holes in the 
centre disc. The arrangement of a 
resilient wheel of this type is seen 
clearly in the illustration on page 156, 
which shows an SAB wheel for a 
Norwegian State Railways motor coach 
partially sectioned. 

These foregoing illustrations are of 
the SAB wheels fitted to heavy electric 
motor coaches working on the Paris 
suburban services of the South Eastern 
Region of the French National Rail- 
ways. One of these vehicles is illus- 
trated above. 


The difference in unsprung weight 





SAB wheel for axleloads up to 20 tons, dismantled to show three discs 
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TINTED SURFACES SHOW 








UNSPRUNG WEIGHT 





Fig. | (left)}—Flow of air through resilient wheel. 


Fig. 2—Comparison of 


unsprung weight of conventional and resilient wheels 


between ordinary and resilient (SAB) 
wheelsets, is seen in Fig. 2. In this 
diagram the unsprung parts of a com- 
plete wheelset in both types are shown 
solid. The unsprung weight of the 
resilient wheelset (below) is only about 
20 per cent of the conventional un- 
sprung weight when a nose-suspended 
motor is fitted to the axle. 

The flexible characteristics of rubber- 
cushioned wheels are clearly indicated 
by measurements taken of the 12 SAB 
wheels being fitted to a heavy main-line 
electric locomotive for service on 
heavily-graded sections. This has an 
axleload of 20 tonnes and _nose- 
suspended traction motors. The maxi- 
mum speed in service is about 60 
m.p.h., the speed on steepest grades 





Typical steel-bonded rubber block 





being about 40 m.p.h. The wheels are 
1,250 mm. (4 ft. 2 in.) dia. The vertical 
flexibility of each wheel under a static 
load of 10 tonnes is about 4 mm. The 
total possible flexibility under dynamic 
load is 10 mm. The axial flexibility 
is about the same as the radial flexi- 
bility, that is approx. 0°4 mm. a tonne. 
With an axial load of 60 per cent, the 
deflection would thus be about 2:4 mm. 
The tangential flexibility is somewhat 
higher; for an accelerating force of 35 
per cent the deflection measured at the 
rolling dia. will be about 4 mm. 


Lower Maintenance Costs 


Several applications of rubber- 
cushioned wheels, both on tramways 
besides main and secondary railway 
lines, have shown considerable reduc- 
tion of maintenance costs for the 
mechanical parts and electric equip- 
ment, particularly collectors, because of 
the radial and tangential flexibility 
introduced by these wheels. 





Fully assembled resilient wheel 
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At the International Congress of 
Public Transport (U.I.T.P., Brussels) 
held in Switzerland in 1947, Mr. Ziiger, 
then General Manager of the Ziirich 
Public Transport System, the largest 
transport undertaking in Switzerland 
after the Swiss Federal Railways, stated! 
that wear on the track rims of the 
rubber-sprung wheels was only one- 
quarter to one-fifth that of the old 
four- or two-axle driving cars. The 
bogies of the newer cars only required 
reversing after 18 months compared with 
six months as in the case of the older 
vehicles. The tyres only need to be 
ground after three years, instead of 
each year as with the older vehicles. He 
also was of the opinion that the reduc- 
tion in the wear on the tyres means 
less wear on the rails. 

The Swiss Federal Railways since 
1948 have operated some coaches of the 
metre-gauge Briinig Line (Lucerne- 
Interlaken) equipped with SAB wheels. 
The results of this application, with a 
riding speed up to 45 m.p.h. on this 
steeply-graded line are that besides 
improved riding and reduced noise, 
the wear of flanges has decreased con- 
siderably and the period between tyre 
re-turning has been tripled’. 

Experience on railways in at least 
three countries, apart from tramways, 
shows the length of life of the rubber 
blocks to be between 300,000 and 
450,000 miles. On a mileage basis re- 
placement costs of the rubber are low. 


Effect on Track 


It is generally held that the reduction 
of the wear of tyres and flanges with 
resilient rubber-cushioned wheels, must 
result in a corresponding reduction of 
the wear of the rails. The reduction 
in un-cushioned (unsprung) weight 
will also reduce the tendency to cortu- 
gate the riding surface of the rails. 
However, for obvious reasons, it is 
difficult to determine precise figures for 
this economy. Few lines have a 
sufficiently homogeneous traffic, 
whether using rigid or resilient wheels, 
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and track wear is also affected by many 
other factors. 

An approximate comparison of costs 
was carried out, some 25 years ago, to 
ascertain the effects of decreasing axle- 
loads, on Chemins de Fer de la 
Provence, when changing the motive 
power from steam locomotives to diesel 
motor coaches. The maximum axle- 
load of the diesel trains was about 
one-third only of the driving axleload 
of the steam locomotives. After five 


SOLID WHEELS~—__ 






RUBBER CUSHIONED WHEELS» 





Fig. 3- 
for solid and resilient wheels 


Comparison of wear rates 


to six years of diesel traction, it 
appeared that track maintenance costs 
had decreased by about one-half. 

It is admitted that axleload is not the 
same aS unsprung weight, but, it is 
argued, the result must be an improve- 
ment if the unsprung weight is con- 
siderably reduced. 

The vertical and axial flexibility intro- 
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Fig. 4—Vertical accelerations at 
axlebox for various suspensions 


duced by the resilient wheels absorbs the 
shocks from rail joints and curves and 
thus adds to smoother running. At 
the same time noise is reduced by 
absorption in the rubber of the high- 
frequency vibrations. As_ previously 
explained, there is no metallic contact 
between the tyre part and the rest of the 
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Fig. 5—Measured noise for two- 
wheel types 
wheel. These two factors, smooth 
running and noise reduction, have 
been the main reason for many of 
large-scale applications of resilient 
wheels to tramways. For railways they 
are somewhat less obvious because 
most modern stock is quite smooth in 
running. The vehicles also are fairly 
well insulated to dampen the interior 
noise; in many cases the noise from 
diesel engines is of greater importance 
than of noise of running. However, 


because of reduced wear of tyres and 
rails, these other factors are addition- 
ally attractive. 

















Fig. 6—Sections of SAB resilient wheel fitted experimentally to two British Railways sleeping cars 
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Figs. 3, 4, and 5 illustrate the advan- 
tages of resilient wheels. Fig. 3 shows 
the decrease in flange wear found by 
the Ziirich Public Transport System. 
The greater wear is from normal rigid 
wheels. This is compared with the 
profile of SAB wheels, after same mile- 
age, same vehicles and routes. 

Fig. 4 shows measurements, made in 
U.S.A., of the vertical acceleration, 
taken at the axleboxes, comparing dif- 
ferent suspensions of conventional axles 
fitted with rigid wheels, with those of 
axles fitted with resilient wheels. It 
can be seen that the shocks are very 
much reduced with resilient wheels and 
vary between only 20 per cent in the 
case (d), decreasing down to only 5 per 
cent for case (a). Fig. 5 illustrates the 
difference of measured noise for both 
types of wheels. 


Recent Main-Line Applications 


Since the beginning of 1957 the 
Ferrovie del Sud-Est in the Apulia, 
Italy, has fitted one diesel motor coach 
with SAB resilient wheels. The motor 
coaches of this type replace steam 
traction on the lines from Bari to 


Otranto and Taranto. This railway is 
now equipping two new diesel-electric 
locomotives with SAB wheels. 

At the beginning of last year, 
British Railways sleeping cars 


two 
were 
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fitted for trial with resilient wheels 
of SAB type. The design of the wheels 
is shown in Fig. 6. The two four- 
wheel railbuses for British railways 
built by Bristol Commercial Vehicles 
Limited in conjunction with Eastern 
Coach Works Limited, described in 
The Railway Gazette of August 22, 
1958, are fitted with SAB wheels and 
have been placed in service in the 
Scottish Region. 

In five or six years over 500 diesel 
and electric motor coaches of the 
Swedish State Railways, types YBo6 
and YBo7, have been fitted with SAB 
wheels. The administration has since 
ordered the equipment for five Bo-Bo 
electric locomotives of the “Ha” 
class, also fitted with SAB wheels. 

The Swedish Griingesberg-Oxelésund 
Railway has recently fitted 15 older and 
20 new heavy electric motor coaches 
with SAB wheels. Most of these cars 
are now in service. 

In 1957, K6lIn-Deutz produced an 
interesting application of SAB wheels 
on a prototype C-C heavy diesel loco- 
motive for the Norwegian State Rail- 
ways. The three axles of each bogie 
are coupled through a gearbox sus- 
pended on the centre axle. To protect 
this gearbox, SAB wheels have been 
fitted to these axles. The locomotive 
has run 53,000 miles and the resilient 
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wheels have proved very Satisfactory, 

The _Braunschweigische _Kohlen- 
Bergwerke Railway in Western Ger. 
many recently arranged for one 60-ton 
B-B electric locomotive to be fitted 
with SAB wheels. These wheels have 
been in service since last April. Three 
electric motor coaches with Schlieren 
bogies and SAB wheels were recently 
placed in service on the 3-ft. 6-in. gauge 
Otraco system in the Belgian Congo. 

At present about 5,000 rubber. 
cushioned resilient wheels are in ser- 
vice or under construction on railway 
rolling stock of all types including 
locomotives, motor coaches, and pas- 
senger vehicles. The use of such wheels 
appears to be increasing. 

The principal object sought in the 


use of rubber-cushioned _ resilient 
wheels is to reduce the unsprung 
weight to a minimum. From the 


reduction in unsprung weight other 
advantages derive, such as the protec- 
tion of motors and transmission gear, 
especially noticeable in the case of nose- 
suspended electric traction motors; in- 
creased riding comfort; less noise; less 
tyre wear; and, decrease or elimination 
of corrugation of the rail surface. 
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form 5 to provide additional support 
for the gable. This propped up the bot- 
tom horizontal girder near the centre. 
The arched ribs were removed first, 
followed by the infitting framing and 
the horizontal girders, starting from 


the centre and working outwards to- 


: Wt 


Photo] 





wards the towers. With the screen 
removed, the gantry was moved back 
again for demolition of truss No. 2, 
and the procedure repeated until truss 
No. I! was reached. At this point the 
gantry could not be moved any further 
northwards because of the various 
obstructions within the station. It was 
therefore necessary to move the re- 
maining eight trusses southwards to 
bring them within reach of the gantry. 
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Section of arched rib of roof truss, showing extent of corrosion 


Each truss shoe was jacked up by 
50-ton hydraulic jacks, bearings re- 
moved, and replaced by a _ running 
irack of bull-head rails and 3 in. dia. 
steel balls along the tops of the east 
and west walls. 

After the track had been lined up 
and secured, and additional bracing in- 
stalled, the gantry was withdrawn and 
the roof moved for an experimental 
distance. Then, over a_ period of 
9 hr. 10 min., the remaining 600 tons 
of roof were towed by hand winches 
and steel cables for a distance of 
306 ft. The moving speed varied 
from 6 to 9 in. per min. 

The gantry was secured to truss 
No. 12, and the normal dismantling 
procedure carried out until truss No. 
18 was reached. To stabilise the last 
bay, and to hold truss 19 when 18 and 
the intermediate bracing were re- 
moved, two masts were erected and 
fixed to truss 19. Truss 18 was then 
demolished, and the gantry moved up 
for the dismantling of the final truss. 

Scrap iron from the demolished roof 
was lowered from the gantry by cranes 
into wagons standing in the station. 

No decision has yet been reached 
on the design of roof which will be 
built over the station, but several 
schemes have been prepared for the 
reconstruction all of which fit in with 
the new developments in the area. 

The consulting engineers for the roof 
dismantling were Messrs. Freeman, 
Fox & Partners, London, W.1. The 
contractor was Cozens & Sutcliffe 
Limited. The work was carried out 
under the general direction of Mtr. 
A. H. Cantrell, Chief Civil Engineer, 
Southern Region. 
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The Standard Mechanical Stoker 


Smooth flow of coal without packing or grinding and 
incandescent fire with minimum smoke production 





Stoker engine and conveyor in New South Wales Government Railways 
** 4D 60” class Beyer-Garratt locomotive 


| the acceleration of steam-hauled 
trains now in process on railways 
in many parts of the world, the limiting 
factor on train weights and speeds has 
often proved to be the skill and en- 
durance of the fireman in maintaining 
steam, especially with inferior coal. 
As ability and physical endurance vary 
considerably, the steaming possibilities 
also differ widely with hand firing. 
Where high average speeds have to be 
maintained, as in Britain, the limits of 
hand firing in some cases have been 
reached, while in others very little re- 
serve exists. Many existing timings 
make almost the maximum demand 





Screw with 
V.S.W.G.R. ** AD 60” class locomotive 


trough unit cover removed in 


which can be expected, and increase in 
speed can result only from reduction 
in train weight. 

The major consideration in fitting 
mechanical stokers is whether it will be 
possible to produce continuously all 
the steam which the locomotive needs 
for the sustained d.b.h.p. necessary to 
work trains of optimum weight and 
timing, using the poorest quality of fuel 
which may be provided. Grate area 
should not be the criterion, nor should 
calculations be based on good-quality 
coal. 

On many railways overseas combus- 
tion arrangements are based on _ the 


South 
Garratt locomotive, showing elevator pipe and engine of stoker 


Layout in 


African 


assumption that only the worst quality 
coal will be available. It has often 
been found that requirements as to 
speed and weight of trains can be met 
only with the help of mechanical firing, 
which both removes physical limitations 
and enables poor quality fuel to be 
satisfactorily used. Reports show that 
on locomotives so equipped shortage 
of steam is practically unknown. 

The Standard mechanical stoker has 
five principal components: bunker con- 
veyor, intermediate unit, elevator pipe, 
distributing table, and stoker engine. 

Conveyor Unit 

The conveyor unit consists of a screw 
housed in a trough which is rigidly 
attached to the bottom of the bunker. 
The trough length, and consequently 
that of the screw, varies with the size 
of the coal bunker. Sliding plates per- 
mit of the coal being fed into the trough 
where desired. A crusher at the front 
end of the trough breaks up the large 
lumps. 

The intermediate unit is in two parts, 
ball-jointed to the trough and _ the 
elevator pipe, which are telescopic and 
able to accommodate any relative 
movement of the engine and tender. 


Elevator Pipe 

The elevator pipe, connected to the 
intermediate unit below the footplate, 
extends through this to the firehole. 
The contour of the front end of the 
pipe matches that of the firehole. It 
will be seen from the illustration that 
the elevator pipe occupies relatively 
little cab space and is so located, with 
the distributing table, that neither hand 
firing nor access to the firebox are 
hindered. 

The distributing table, secured to the 
front end of the elevator pipe, is amply 
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junctions of the conduit system. In 
the case of the bunker screw the flights 
are segmented to prevent overflowing 
at the crushing point. The design of 
the screw and conduits generally permits 
of an easy flow of coal, without packing 
or grinding. Delivery of the coal in 
loose form on the distributing table js 
thus ensured, and achieves the best 
results in combustion. 

The possibility of running with a 
lighter fire improves cylinder _ per- 
formance, as back pressure may be 
lowered by a Softer blast. At the 
moment, with hand firing, much polu- 
tion of the atmosphere continues. 
Maintenance of an incandescent fire, a 
simple matter on a stoker-fired locomo- 
tive, minimises the amount of smoke 
generated. 

The Standard mechanical stoker can 
handle any quality of coal over long 
periods without major attention. Main- 
tenance is easily carried out by the shed 
staff. 


More than 20,000 locomotives have 







General arrangement, showing conveyor, intermediate unit elevator pipe, and (extreme right) distributing table 


provided with steam jets which, in con- 
junction with the deflecting ribs on the 
table and the adjustable vanes in the 
front part of the elevator pipe, enable 
coal to be fed to any part of the grate. 
A supply of cooling air on the underside 
of the distributing table protects it 
against overheating. 


Stoker Engine 


The two-cylinder 
reversible to 


stoker engine is 
allow of any _ possible 


obstruction to be cleared. It is totally 
enclosed, enabling splash lubrication to 
be used for parts other than the 
cylinders and valves, which have their 
own lubricator. Considerable freedom 
exists in the location of the stoker 
engine and its situation determines the 
method of coupling it to the cast-steel 
conveyor screws. These screws are 
connected by universal joints at the 
been equipped with the stoker on 150 
railways in various countries. It is 





Front, showing elevator screw, vanes, distributor jets, and distributing table 


currently in production in Britain under 
licence, by the Beyer-Peacock Group, 
which has had much experience in its 
manufacture and installation on many 
classes of locomotives. Several sizes are 
available, making possible installation 
on any class of locomotive. 


BELFAST SERVICE.—Nearly 11,000 loaded 
containers have been carried by the con- 
tainer ships Enterprise and Venturer since 
they went into service on the Heysham- 
Belfast route of British Railways, London 
Midland Region, in April and October, 
1958, respectively. Some 4,000 tons of 
cargo has also been carried. The capacity 
of these two vessels is some 400 large 
containers a week in each direction. 


INDIAN RAILWAYS CONSTRUCTION DURING 
SECOND FIVE-YEAR PLAN.—The latest targets 
for work to be completed during the 
Indian Railway Second Five-year Plan are 
stated to be 826 miles of electrification; 
construction of 842 miles of new lines 
and 1,600 miles of doubling; remodelling 
of 70 major yards; construction of 6,000 
bridges; relaying of 8,000 miles of per- 
manent way: construction of six work- 
shops, extension of 20 existing workshops, 
and 34 locomotive sheds; improved sig- 
nalling in 1,400 stations, and the construc- 
tion of 200 new stations. These targets 
are liable to revision in the light of the 
availability of materials and finance, in- 
cluding foreign exchange. 
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RAILWAY NEWS SECTION 


PERSONAL 


Dr. C. S. Andrews, Chairman of Coras 
Jompair Eirean, has been elected Chair- 
man of the Irish Railway Clearing House 
for the year 1959. 


Mr. A. H. Croxton, Chief Superinten- 
dent of Transportation, Rhodesia Rail- 
ways, who, as recorded in our January 2 
issue, has been appointed Principal Execu- 


P a 





the appointment later being re-designated 
Assistant Chief Superintendent. In 1956, 
Mr. Croxton was appointed Chief Superin- 
tendent of Transportation. He recently 
represented Rhodesia Railways at the 
International Railways Congress at 
Madrid. 


Mr. T. V. Barnes, Staff Superintendent, 
Tasmanian Railways, has retired after 47 
years’ railway service. 


Mr. A. H. Croxton 


Appointed Principal Executive Officer (Movement), 


Rhodesia Railways 


tive Officer (Movement), was born in 1902, 
at Blackheath, and educated at St. Paul’s 
School, London. He joined the London 
& North Western Railway, in 1919, and 
trained in various goods, parcels, book- 
ing and operating offices. From 1924 to 
1927, he was stationed in District Offices 
at Lancaster, Barrow-in-Furness and 
Chester. Mr. Croxton joined Rhodesia 
Railways, in 1927, as a Clerk in the Chief 
Superintendent’s Office, Transportation 
Department. He was promoted through 
various clerical grades until, in 1943, he 
became Clerk, Senior Grade 1. He was 
made Assistant Operating Superintendent, 
Bulawayo, in 1946, and, after acting in 
higher positions on several occasions, he 
was appointed District Superintendent, 
Bulawayo, in 1949. He also served in this 
capacity at Broken Hill and Salisbury. In 
1953 he was appointed to the then newly- 
created position of Railway Representative 
in Northern Rhodesia, and was stationed 
at Lusaka. In 1954 he returned to Bula- 
wayo as Deputy Chief Superintendent, 


Mr. Colin Neil MacKay, Assistant 
(Public Relations) to the General Manager, 
Scottish Region, British Railways, has been 
appointed Public Relations & Publicity 
Officer for that region. 


Mr. T. R. Hawkes has resigned from 
the board of the Northern General Trans- 
port Co. Ltd. Mr. F. A. Dadge has been 
appointed a director in his place. Mr. 
Hawkes was Regional Accountant, Eastern 
and North Eastern Regions, British Rail- 
ways, from 1950 to 1958. 


Mr. R. H. B. Nicholls, formerly Dis- 
trict Operating Superintendent, Glou- 
cester, Western Region, British Railways, 
has joined the board of Dowty Hydraulic 
Units Limited. 


Sir George H. Nelson, Chairman of the 
English Group, has been re-appointed 
President of the Locomotive & Allied 
Manufacturers’ Association of Great 
Britain. Mr. G. T. Owen, Managing 


Mr. J. G. Fawcett 
Appointed Chief Superintendent of Transportation, 


Director, North British Locomotive Co. 
Ltd., has been re-appointed Chairman for 
the ensuing year. 


Mr. J. G. Faweett, 
Superintendent of 


Assistant Chief 
Transportation, 


Rhodesia Railways, who, as recorded in 
our January 2 issue, has been appointed 
Chief Superintendent of Transportation, 
began his railway career with the Great 
Western Railway. 


Mr. Fawcett trained as 





Rhodesia Railways 


a Traffic Apprentice and worked in the 
Divisional Superintendent’s Office, Pad- 
dington. In 1927 he joined the Madras & 
Southern Mahratta Railway, becoming 
Assistant Traffic Superintendent a year 
later. During the 1939-45 war Mr. 
Fawcett served in Irak and Persia. In 
1943 he joined the Bengal & Assam Rail- 
way as Planning Officer and, in 1944, was 
appointed Secretary to the Railway Oper- 
ating Executive Commission, Calcutta 
Area. Later the same year he was 
appointed Assistant Director General of 
Railways, Calcutta Area. In 1946 he be- 
came Assistant General Manager, Nyasa- 
land Railways, and, in 1949, joined 
Rhodesia Railways as External Planning 
Officer in the General Manager’s Office, 
Bulawayo. He became Research & Plan- 
ning Officer in 1951 and, after acting as 
Railway Representative in Northern 
Rhodesia, was appointed to that position 
at Lusaka in 1954. Mr. Fawcett became 
Assistant Chief Superintendent of Trans- 
portation in February, 1956. 





162 





Mr. C. S. Robertson 


Appointed Assistant Chief Superintendent of 
Transportation, Rhodesia Railways 


Mr. C. S. Robertson, District Superin- 
tendent, Salisbury, Rhodesia Railways, 
who, as recorded in our January 2 issue, 
has been appointed Assistant Chief Super- 
intendent of Transportation, was born at 
Komgha, Cape Province, in 1904. Mr. 
Robertson joined the Rhodesia Railways 
as a Junior Clerk at Dett in 1920. He 
served as a Clerk in the Transportation 
Department at Selukwe, Sinoia, Salisbury 
and Umvuma until, in 1929, he became 
Stationmaster, Matetsi. From 1932 to 
1940 he was Stationmaster, Luanshya. He 
was transferred to Nkana in 1941, to 
Ndola, in 1944, and to Bulawayo, in 1945 
as Stationmaster. He acted as Assistant 
Operating Superintendent in the various 
District Offices, from 1947 to 1948, and 
was confirmed in this position at Salisbury. 
Mr. Robertson was appointed District 
Superintendent of Transportation, Bula- 
wayo, in 1953 and was transferred to 
Salisbury in 1954. 


Mr. H. Leslie Bowes, Managing Direc- 
tor of Royal Mail Lines Limited, has 
been appointed a member of the Central 
fransport Consultative Committee for 
Great Britain until December 31, 1960, 


to represent shipping, in place of the late 
Mr. Ian Hooper. 


We regret to record the death on Feb- 
ruary 1, at the 


age of 68, of Mr. A. E. 
Howell, Agent & General Manager of the 
Barsi Light Railway, 1945-46. Mr. Howell 


had previously been Deputy Chief Mech- 
- cal Engineer, North Western Railway of 
ndia 


We regret to record the death on 
January 26, at the age of 39, following a 
road accident, of Mr. Charles D. Wenham, 


Publicity Manager of Teddington Indus- 
trial Equipment Limited. Mr. Wenham 
joined the Teddington Group 25 years 


azo 


General Electric Co. Ltd. announce the 
appointment of two new directors, Mr. 
S. G. Catto, a Managing Director of 
Morgan Grenfell & Co. Ltd. and Mr. 
R. N. Millar, General Manager of the 
company’s heavy engineering and nuclear 
establishments at Erith. 
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Mr. J. M. Fleming 


Appointed Divisional Traffic Manager Designate, 
East Coast Division, Scottish Region 


Mr. J. M. Fleming, B.A., M.Inst.T., 
District Goods Manager, Glasgow, Scot- 
tish Region, British Railways, who, as re- 
corded in our January 23 issue, has been 
appointed Divisional Traffic Manager 
Designate, East Coast Division, was edu- 
cated at Christ’s Hospital Horsham, and 
Clare College, Cambridge. Mr. Fleming 
joined the London & North Eastern Rail- 
way in the Scottish Area, in 1928, as a 
traffic apprentice. He went to the Goods 
Manager’s Office, Glasgow, in 1932, and, 
in 1933 moved to the Chief General 
Manager’s Office, Kings Cross. He be- 
came Assistant to Locomotive Running 
Superintendent, York, in 1938, Acting 
Assistant District Superintendent, Hull in 
1941, and Head of Works Section, Chief 
General Manager's Office, in 1942. He was 
made Acting District Goods & Passenger 
Manager, Peterborough, in 1943, an ap- 
pointment confirmed in 1945. In 1946 
Mr. Fleming was appointed District 
Goods & Passenger Manager, Edinburgh, 
and, in 1947, he became Assistant Goods 
Manager, Scottish Area. In 1949 he was 
appointed District Commercial Superin- 


tendent (Goods), Glasgow, an appoint- 
ment later redesignated District Goods 
Manager, Glasgow. Mr. Fleming is 


Vice-Chairman of the Scottish Section of 
the Institute of Transport. 


Mr. H. Saville, Chairman of the Oxley 
Engineering Co. Ltd., has resigned from 
the board. 


Mr. John F. Little, Jones Cranes Sales 
Representative, George Cohen & Co. Ltd., 
who, since 1950, has covered all regions of 
British Railways, is retiring. Mr. Little 
joined the company in the Machine Tool 
Contract Department in 1940. In 1942 he 
transferred to the Ministry of Supply. On 
his return, in 1946, he was attached to the 
Jones Crane Section, Contractors Plant 
Department. He was Manager of the 
Continental Branch Office in Brussels from 
1947 to 1950, when he returned to Head 
Office, as Jones Crane Representative. At 
a recent informal ceremony, attended by 
a number of regional officers from British 
Railways, Mr. Little was presented with 
an illuminated scroll and a cheque to mark 
his retirement. 
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Mr. G. L. Nicholson 


Appointed Divisional Traffic Manager Designate, 
Glasgow & S.W. Division, Scottish Region 


Mr. G. L. Nicholson, 
M.Inst.T., M.I.Loco.E., Assistant to the 
General Manager (Modernisation), Scot- 
tish Region, British Railways, who, as 
recorded in our January 23 issue, has 
been appointed Divisional Traffic 
Manager Designate, Glasgow & South 
Western Division, Scottish Region, left 
Ryde School, in 1931, to become a pupil 
of the late Mr. R. E. L. Maunsell at 
Eastleigh Works, Southern Railway. 
After training, he served as locomotive 
foreman, from 1936, successively at Dor- 
chester, Yeovil, Norwood and New 
Cross Gate. During 1943 he was 
awarded the B.E.M. and became Assis- 
tant for the Isle of Wight, a combined 
traffic and engineering appointment. He 
was transferred to Waterloo, in 1946, as 
Outdoor Assistant to the Superintendent 
of Operation, and returned to the Motive 
Power Department, in 1947, as Assistant 
to the Motive Power Superintendent. 
Mr. Nicholson was appointed District 
Motive Power Superintendent, Stewarts 
Lane, in 1950. He attended a course at 
the Administrative Staff College, Henley- 
on-Thames, in 1952, and moved to Scot- 
land, in 1955, as Assistant to the General 
Manager (Modernisation). In 1956 he 
was the B.T.C. nominee to the Duke of 
Edinburgh’s Commonwealth Conference, 
held in Oxford, on the Human Problems 
of Industrial Communities; he was one of 
the 20 U.K. members chosen to serve as 
Group Chairmen. Mr. Nicholson was 
commissioned in the Army Emergency 
Reserve, in 1950, and commanded 157 
Locomotive Running Squadron R.E. from 
1951 to 1954. 


M.I.Mech.E., 


Mr. M. H. Sayers has been appointed 
Apprentice Training Manager, F. Perkins 
Limited. He succeeds Mr. J. Talbot, who 
has taken up an appointment outside the 
company. 


Mr. J. Farrow, Sales Director of W. 
Gilmour Smith & Co. Ltd., Glasgow, depu- 
tising for Mr. W. Gilmour Smith, left 


Britain on January 28 on a visit to the 
Nigerian Railway Corporation, East Afri- 
can Railways & Harbours, and the Sudan 
Railways. Mr. Farrow will be absent from 
Britain for approximately three weeks. 
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Mr. W. B. Broadbent, who 
Birfield Industries Limited last 
has been appointed Assistant 
Railway Division. 


joined 
October, 
Director, 


Sir Gordon Russell, Director, since 1947, 
of the Council of Industrial Design, will 
retire on December 31. He was an original 
Member of the Council, set up in 1944. 
He will be succeeded by Mr. Paul Reilly, 
Deputy Director. Sir Gordon Russell is 
a Member of Design Panei of the British 
Transport Commission, 1956. 

Mr. F. L. Howard, District Motive 
Power Superintendent, Ashford, Southern 
Region, British Railways, who, as re- 
corded in our October 17 issue, has re- 
tired, began his railway career in Ashford 
Locomotive Works in 1909. He was a 
draughtsman from 1912 to 1917, and 
served in the Royal Flying Corps during 
the 1914-18 war. On demobilisation Mr. 
Howard was appointed Running Fore- 
man, Slade Green, until, in 1922, he be- 
came Head Office Inspector at London 
Bridge and later at Waterloo. He was in 
charge of Dover Locomotive Depot from 
1928 until his transfer to Bricklayers 
Arms, as Running Shed Superintendent, 
some ten years later. In 1947 he was ap- 


pointed Assistant Eastern Divisional 
Locomotive Running Superintendent, 
Orpington. In 1949 he became Acting 


Eastern Divisional Motive Power Super- 
intendent. With the introduction of the 
District Organisation, in February, 1950, 
he was appointed District Motive Power 
Superintendent, Ashford, the position 
from which he retired last October. In 
the New Year Honours of 1946 Mr. 
Howard was awarded the M.B.E. in recog- 
nition of his wartime services with the 
Eastern Divisional offices at Orpington. 


L.M. 


London 
ways, 
ments : 

Mr. R. D. Lattimer as Assistant (Mod- 
ernisation) to Operating Officer, Euston. 

Mr. W. E. Millard as Assistant District 
Goods Manager, Manchester. 

Mr. T. Windle as Assistant 
Goods Manager, Bolton. 

Mr. D. Ayres as Assistant District Engi- 
neer, Crewe. 

Mr. L. W. Leppington as Traffic Assis- 


REGION APPOINTMENTS 


Midland Region, British Rail- 
announces the following appoint- 


District 


tant to Divisional Traffic Manager, Bir- 
mingham. 

Mr. E. Grundy as Divisional Welfare 
Officer, Derby. 

Mr. A. F. Grieve as Assistant District 
Traffic | Superintendent (Commercial), 
Barrow. 

Mr. F. M. Beddow as Assistant District 
ome Superintendent (Commercial), 

arlisie. 


_ Mr. A. P. Goodman as Assistant Electric 
Traction Engineer, Crewe. 

Mr. W. T. Stevenson as Assistant Elec- 
tric Traction Engineer, Manchester. 

_Mr. D. Vause as Assistant Electric 
Traction Engineer, Liverpool. 

Mr. R. H. Trotter as Assistant to Dis- 
trict Operating Superintendent (Staff), 
Manchester (North). 


Mr. A. J. Lee as Assistant to District 
Operating Superintendent, Liverpool 
Central. 


Mr. H. Huntingdon as Assistant to 
(Staff) District Operating Superintendent, 
Manchester (South). 

Mr. R. D. Hitchens as Stationmaster, 
Derby (Midland) (also in charge Derby, 
Nottingham Road). 

M B. Blackburn as 


Stationmaster, 
Preston. 
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Mr. J. A. Fraser has relinquished his 
directorships in companies of the Southern 
Areas Electric Corporation group. The 
group includes Tyer & Co. Ltd. 


Mr. John H. Lord has retired from his 
executive duties as a managing director 
of the Dunlop Rubber Co. Ltd. He will 
remain a member of the board. 


Mr. W. Wanstall has been appointed 
Sales & Technical Service Representative 
in East and West Africa for Chloride 
Batteries Limited. 


Mr. D. D. Morrell, Managing Director 
of the Mitchell Construction Co. Ltd., has 
been appointed a director of Mitchell 
Engineering Limited. 


Mr. H. West, Director of Electrical 
Engineering, Metropolitan-Vickers Electri- 
cal Co. Ltd., has been appointed Assistant 
Managing Director. 


Mr. J. Bennett, a director of A. Rey- 
rolle & Co. Ltd., has been appointed 
General Manager. Mr. W. B. Fenwick, 
General Works Manager, has been co- 
opted to the board. 


Mr. T. Pooley, Joint Managing 
Director and Mr. E. L. Townsend, Over- 
seas Director of Expandite Limited, left 
this country on February 1 to visit Scan- 
dinavia on business. 


Sir George Binney, Export Director, 
United Steel Companies Limited, will lead 
a trade mission of British industrialists to 
Ghana next month. The delegates will 
include Mr. Bryan Donkin, Partner, Ken- 
nedy & Donkin Limited: Mr. Peter Ten- 
nant, Federation of British Industries and 
Mr. L. Short, Director of Overseas 
Operations, English Electric Co. Ltd. The 
mission leaves on March 8, and will tour 
Ghana for two weeks. It travels at the 
request of the Ghana Government. 


THE Late Mr. H. OSWALD 

The memorial service to Mr. Henry 
Oswald, late Managing Director, British 
Brown Boveri, Limited, took place at the 
Swiss Church, Endell Street, London, on 
February 2. The Reverend C. Reverdin, 
Pastor of the church, conducted the ser- 
vice. A tribute was paid by Mr. E. A. 
Eborall, London’ Regional Manager, 
Richardsons Westgarth (Hartlepool), 
Limited. In addition to family mourners 
the following were among those present :— 

Messrs. P. B. Haberstich, Managing Director, 
and S. W. Allen, Director, Acme Transport 
Co. Ltd.; P. Bucher, Director, Britannia Iron & 
Steel Works Limited; D. E. Bird, Director, 
Ewbank & Partners; A. C. Hirst, English 
Electric Co. Ltd.; C. E. Lankester, Chas. E. 
Lankester & Son; R. T. Walters and H. J. 
Robinson, Morrish, Walters & Co.; A. R. 
Cowell and George Ovens, McLellan & Part- 
ners; J. F. Daly, Manager, National Provincial 
Bank Limited; G. Henderson, Manager, Bruce 
Peebles & Co. Ltd.; T. P. Everett, Director, 
Richardsons, Westgarth & Co. Ltd.; E. A. 
Eborall, London Regional Director, Richard- 
sons Westgarth (Hartlepool) Limited; Dr. 
Hugo Rast, Messrs. Robert Taylor, Director, 
The Shipbuilder Press Limited; A. Stauffer, 
Editor, The Swiss Observer; H. Knoil, Manager, 
and Th. v. Speyr, Deputy Manager, Swiss 
Bank Corporation; J. J. de Tribolet and E. M. 
Bircher, Swiss Embassy in London; H. Mock, 
Volkart Brothers (U.K ) Limited and members 
of the staff of British Brown-Boveri Limited; 
B. W. C. Cooke, Joint Managing Director, 
Tothill Press Limited (represented by T. L. J. 
Tritton). 
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Mr. K. D. Morgan has joined the 
London office of Head Wrightson & Co. 
Ltd., as a Sales Representative, Iron & 
Steel Castings & Forgings. 


Mr. N. M. Clark, has been appointed 
Chief Engineer of Power Jets Limited 
(Research & Development), in succession 
to Mr. J. Hodge, who has joined the 
Holman Group. 


Mr. Arnold Carr, Deputy Chairman of 
Thos. W. Ward, Limited, has been 
appointed Chairman of three subsidiary 
companies: Thomas Smith & Sons (Rod- 
ley), Limited, John Smith (Keighley), 
Limited, and Widnes Foundry & Engineer- 
ing Co., Ltd. Mr. Carr succeeds the late 
Mr. Frank R. Stagg, who was for many 
years Chairman of these three comcpanies. 


INSTITUTION OF LOCOMOTIVE ENGINEERS 


The following names have been entered 
on or transferred in the register of mem- 
bers of the Institution of Locomotive 
Engineers : — 

Members 

Mr. G. W. Bone. Managing Director. 
Davey, Paxman & Co. Ltd. 

Mr. R. J. Walker, Director, 
Railway Company. 

Associate Members 

Mr. J. Chilton, Design Section Leader, 
Diesel Engine Installation, D. Napier & 
Son Ltd. 

Mr. M. B. de P. Ferreira, Assistant 
Chief Engineer, Traction Department, 
Santos Jundiai Railway, Brazil. 

Mr. C. H. Garratt, Assistant to Works 
Manager (Diesel), Carriage & Wagon 
Works, Derby, London Midland Region, 
British Railways. 

Mr. R. H. Hitchings, Production Engi- 
neer, Chief Mechanical & Electrical Engi- 
neers’ Departent, Locomotive Works 
Horwich, London Midland Region, British 
Railways. 

Mr. H. B. Jackson, Locomotive Shed- 
master, Motive Power Department, Glas- 
gow, Scottish Region, British Railways. 

Mr. A. L. Kochhar, Deputy Chief 
Mechanical Engineer, Carriage & Wagon 
Workshop, Lillooah, Eastern Railway, 
India. 

Mr. I. Saran, Mechanical Engineer 
(Operating), Chief Mechanical Engineer’s 
Office, Eastern Railway, India. 
Associates 

Mr. R. Johnston, London Area Manager, 
Hoffman Manufacturing Co. Ltd. 

Mr. J. A. Keyden, Director & General 
Manager, Pressed Steel Co. Ltd. 

Mr. T. P. Stroud, Director & Works 
Manager, Pressed Steel Co. Ltd. 


Benguela 


Graduates 
Mr. K. M. Anantharaman, Probationary 
Assistant, Mechanical Engineer, South 


Eastern Railway, India. 

Mr. R. Hitchings, Technical Assistant, 
Electric Traction Engineer's Office, London 
Road Station, Manchester, London Mid- 
land Region, British Railways. 

Mr. R. V. Narasimhan, Probationary 
Assistant Mechanical Engineer, Ministry of 
Railways, India. 

Mr. R. S. Perry, Engineering Appren- 
tice, Chief Mechanical & Electrical 
Engineer’s Department, Glasgow, Scottish 
Region, British Railways. 

Graduate to Associate Members 

Mr. D. G Monk, Mechanical Inspector, 
Chief Mechanical & Electrical Engineer's 
Department, Nelson Street, Derby, Lon- 
don Midland Region, British Railways. 

Mr. W. H. Roberts, Assistant Lecturer, 
Machine Shop, Central College of Further 
Education, Crewe. 





164 


THE RAILWAY GAZETTE 


February 6, 1959 


NEW EQUIPMENT AND PROCESSES 








High-Precision Grinding 
Machine 


A NEW cylindrical grinding machine is 

available for grinding small batch 
work to limits of extreme accuracy. It is 
suitable for either toolroom or production 
operations. 

The following performance is claimed: 
feed increments of 0-000005 in. (reduction 
in dia. of 000001 in.); roundness on dead 
centres below 0-00001 in.; roundness on 
live standard workhead-centre 0-000025 in. 
(with workhead with special live spindle 
only, down to 0:00001 in.); smooth finish 
to 1 micro-in. Centre Line Average. 

Coarse and fine movements can be 
attained by thumb lever control. The 
cross-feed hand-wheel carries a dead stop 
the position of which can be adjusted to 
regulate feed. Rapid adjustment can be 
made by withdrawing the fine feed worm 
from its mating worm wheel. Key buttons 
control workhead, wheelhead, and coolant 
motors, 

The solid cast-iron machine bed is sup- 
ported on a base of welded steel. Lubri- 
cation is by oil rollers contained in inter- 
connected oil wells filled from a_ filler 
plug. Electrical arrangements for the 
workhead motor are easily accessible be- 
hind a hinged cover in the steel base. 

The nitralloy wheel spindle runs in lead 








bronze bearings designed to allow auto- 
matic adjustment of bearing pressures for 
different spindle speeds by variation of 
spindle-running temperature. The spindle 
is powered by a 14-h.p. electric motor and 
driven by flat belt. Two wheel speeds are 
available from interchangeable pulleys and 
arrangements for positively tensioning the 
belt drive are provided. 

Attention to lubrication is confined 
to maintenance of oil level, for the 
wheel spindle and bearing arrangements 
are half-submerged in an oil bath, and the 
slideways, wheelhead feedscrew, gear trans- 
mission from the feed-shaft to feed-screw, 
and feed-hand wheel bearing are com- 
pletely so submerged. 

The fixed-base workhead is provided 
with live-spindle facilities in addition to 
the normal dead-centre arrangements. 
Chucks and face-plates can readily be 
interchanged on a long cone seating con- 
tained in the workhead spindle. Various 
types of collets also may be used. 

The d.c. workhead drive motor can be 
fed with variable voltages of six magni- 
tudes and its speed changed electrically 
in six steps. This facility, and the two 
speeds available with belt change, provide 
good coverage of workhead speeds. 

Standard coolant supply is by pump 
from a sheet-metal tank at rear of the 
lower base. Return coolant is taken into 
a system of settling compartments before 
re-circulation. A universal coolant clarifier 


of the paper-roll type, ensuring maximum 
filtering with consequent improvement of 
grinding finish, can be supplied at extra 
cost. 

Further details can be obtained from 
the manufacturer, A. A. Jones & Shipman 
Limited, Narborough Road South, Leices- 
ter. The address of the company’s new 
London offices and showroom, illustrated 
elsewhere in this issue, is 50/52, Gt. Peter 
Street, London, S.W.1. 


Diamond-Drilling Service 


A NEW company, formed by L. M. 

Van Moppes & Sons Ltd., handles 
outright sale, hire, and contract work in 
connection with Diatube diamond-drilling 
equipment. This, designed on the prin- 
ciples of Diadril rock-drilling tools, has 
been developed to drill clean and accurate 
holes in materials such as wall tile, flint 
brick, concrete, granite, fired porcelain and 
marble. 

Basic components of the equipment are: 
diamond-tipped tube drill; standard water 
swivel; adaptor to connect these two units 
where necessary; various auxiliary units 
for specific work. Plant required to 
operate the equipment is: portable or 
stationary power drill with standard 4-in. 
chuck; water supply for use as coolant 
and for removal of cuttings. A normal 
domestic supply is adequate. 

Cutting is claimed to be accurate, clean, 
and silent, unaccompanied by percussion, 
vibration, or the generation of dust. It is 
claimed that drilling can be carried out in 
occupied buildings without causing incon- 
venience to occupiers, that the exact size 
required is cut, and that “ making-good” 
therefore is eliminated and the hole ready 
for immediate use. Holes up to 12 i 
dia. can be drilled. 

Equipment is hired out with or without 
fully-trained personnel. The company 
will train customers’ staff in operation. 


Rates of hire and further details may be 
obtained from Holemasters Limited, Lister 
Road, Basingstoke, Hants. 
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High-power Diesel Engine 


A COMPACT and completely new design 
of lightweight diesel engine, the YJ 
(Ventura) class, has been introduced to 
cover the range of powers between 1,200 
b.h.p. and 1,870 b.h.p. at 1,500 r.p.m. for 
railway traction and auxiliary applications, 
Twelve- and 16-cylinder 60-deg. vee-forma- 
tion units are listed with bore and stroke 
dimensions, 7} in. by 8} in. All sizes 
have exhaust-gas-driven turbo-charging. 

The new engines are to be known as 
12YJX and 16YJX or, when intercooled, 
12YJC and 16YJC. Traction ratings at 
1.500 r.p.m. are 1,200, 1.600, 1,400 and 
1.870 b.h.p. respectively. It is stated by 
the makers that 90 per cent of the wearing 
components are interchangeable. This 
should simplify servicing and reduce spares 
stocks for users of more than one engine 
size from this range. 

The space occupied by a 12YJX engine 
is no greater than that required by a 
12-cylinder 7-in. bore unit of the same 
make but having only approximately half 
the power. Shared cylinder-head studs to 
reduce cylinder-centre distances are one 
contributory factor. Improved specific 
weight has been achieved with a reason- 
able B.M.E.P. of 132 lb. per sq. in. 
(154 Ib. per sq. in. for intercooled 
versions). 

A special feature is the combined crank- 


case and cylinder-block fabricated from 
machined steel piate and precision steel 
castings. This affords versatility in posi- 


tioning installation supports and brackets 
for ancillary gear. Cylinder liners are of 
forged steel with chromium-plated bores, 
treated for oil retention. The four-valve 
cylinder heads are of aluminium alloy 
with aluminium-bronze seat inserts, and 
the valves are designed to rotate in 
service. 

Oil dilution is prevented by the central 
fuel-injectors being positioned outside the 
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specially-shaped rocker-box covers and by 
the mounting of C.A.V. fuel pumps outside 
the banks of cylinders. 





The crankshaft is of nickel-chrome high- 
tensile steel with  induction-hardened 
journals and pins. An extra bearing at 
the drive end can carry part of the shaft- 
weight of single-bearing generators. A 
bell-housing attachment is available. 

An Ardleigh 300 governor with droop 
control mechanism facilitates load-sharing 
in twin-engine installations or for multiple- 
unit working. 

Further information may be obtained 
from the manufacturer, Davey, Paxman & 
Co. Ltd., Colchester. 


Track Cleaner 


THE Athey “Hi-Loader” is an 
American machine, marketed in this 
country, which has been designed for yard 
and track use. Capable of loading a 10- 
ton wagon in 2 min., the machine digs up 
old ballast and loads it over an angled 
conveyor belt direct into a train of empty 
wagons on a parallel track. 

The 18-ft. swivel conveyor has a 110- 
deg. swing and can load over retaining 
walls up to 15 ft. 7 in. high. Material can 
be cast up to 19 ft. 6 in. High clearance 
and wide tread minimise tyre wear and 
allow the loader to straddle the track 
while in operation. Heavy-duty trans- 
mission makes possible good manceuvr- 
ability. 

The illustration shows the machine in 
use on the Derby-Nottingham line of the 
London Midland Region of British Rail- 
ways. 

The machine is marketed in the London 
and South-Eastern area by Fred Myers 
Limited, 24, Bruton Street, Berkeley 
Square, London, W.1, and in the Midlands 
by Bowmaker Plant Limited, Willenhall, 
Staffs, from which companies further 
details can be obtained. 








Retaining Rings 


S PIROLOX retaining rings are of an 
American design now being manu- 

factured and marketed in this and other 

countries by Wellworthy Limited. 

The ring consists of a double turn or 
spiral of hardened and tempered and 
polished top-grade spring steel. Rounded 
edges prevent fretting of grooves. The 
ring is crimped in the space between the 
two ends so that it lies flat. 

If the ring is designed to spring out into 
a housing, the free outer diameter exceeds 
the closed or working diameter. For an 
inspringing ring the free-bore diameter is 
correspondingly smaller than the shaft- 
groove diameter. 

Fitting and removal is simple: one end 
of the ring is put into the groove and the 
whole ring then is wound or spiralled in. 
As the last end enters, a “snap” gives 
indication that the ring is properly fitted. 
In removal, an ordinary screwdriver fits 
into a notch or slot at either end of the 
ring, which then is unwound. Simple 
tapered plugs or sleeves are used to push 
rings straight into their grooves where 
assembly line fitting is required. 

Advantages claimed for the rings are 
the absence of ears or lugs with corres- 
ponding economy of space and avoidance 
of special machining; increased bearing 
surface through absence of gap. and even 
circumferential loading all round the 
groove—a feature resulting from the full 
concentricity of the ring and one which 
is claimed to provide increased safety in 
Static applications and almost perfect 
dynamic balance on rotating shafts. 

Normal size range is from 4 in. dia. 
upward. Whereas 10 in. is the normal 
upper limit of diameter, much larger 
diameters are possible without exnensive 
tooling costs. Diameters and thicknesses 
are related as far as possible to existing 
standard groove sizes. The rings are 
manufactured in normal and_ specially 
thick series where large side thrusts have 
to be considered. 

Further details can be obtained from 
the British manufacturer. Wellworthy 
Limited, Lymington. Hants. 


Vertical Milling Machine 


A HIGH-SPEED vertical milling machine 

of completely new design covers a 
wide range of work including die-sinking, 
toolroom, and production milling. The 
machine can operate with a wide range 
of tools from #-in. dia. slot drills to 7-in. 
tungsten carbide cutters. 

A two-speed continuously-rated 4/8 h.p. 
motor gives synchronous speeds of 1.000 
and 3,000 r.p.m. Backlash is kept to a 
minimum. Wide, constant-mesh single 
helical gears and an upper-range pulley 
running speed of 1.800 r.p.m. produce 
gear-momentum which’ obviates _ the 
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necessity for a flywheel when using a 
tungsten carbide cutter. 

A single box-key locks the adjustable 
spindle-head which contains complete 
frontal control. Hand-crank manipulation 
of the draw-bolt, direct-angle reading, and 
fingertip control levers reduce change-over 
time. Fewer gear lines between motor 
and spindle result in a drive ensuring 
minimum offset from vertical centre of 
cutter when the head is swivelled. 

The forged steel clutch incorporates 
deep magnetic coils. Interlocking control 
facilitates exchange of cutter adaptors and 
prevents feed or rapid traverse engage- 
ment. Turret stops may be positioned 
approximately before screwing and lock- 
ing; a hand wheel with micrometer dial 
permits fine adjustment. Both head and 
block carry an each-way swivel of 90 deg.: 
angle of inclination is given on head and 
clinometer. 

A single crank placed forward effects 
gear-change through a switch giving a 
momentary impulse to the clutch as gears 
are about to re-engage. Drive is trans- 
mitted to the knee by a special universal 
joint consisting of drop-forged spiders 
carrying four standard ball-bearings. An 
oil-pump provides continuous lubrication. 

The platform-type table can be locked 
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to prevent engagement of table traverse 
unless unlocked. A crash-plate protects 
the cross-feed mechanism, cuts out the 
magnetic clutch, and automatically applies 
the brake. Additional feed trip dogs offer 
safe means of quick run-up to the work, 

The knee elevating screw is immersed 
in oil, the drive gears to the slide run in 
oil baths, and a one-shot lubrication pump 
serves the slide surfaces and table mats, 

A conveniently-placed electrical panel 
facilitates servicing. Automatic star-delta 
starting is standard for the 8 h.p. winding, 
and direct-to-line for the 4 h.p. Indepen- 
dent overload release is used for each 
winding. Each motor is remotely-con- 
trolled. 

D.C. injection braking on the rapid- 
traverse motor of the head prevents over- 
running. A_ transformer and _ rectifier 
supply current to the electro-magnetic 
clutch. The transformer also serves the 
110-V. control circuit. 

Lighting equipment can be either 50- or 
25-V. Secondary equipment is adequately 
protected, and the main isolating switch 
is mechanically interlocked with the panel 
door. 

Further details can be obtained from 
the manufacturer. James Archdale & Co. 
Ltd., Ledsam Street, Birmingham, 16. 
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Crompton Parkinson Limited in 1958 


Traction and signalling equipment for British Railways 


Traction Division of Crompton 
Parkinson Limited the first development 
of the past year was the confirma- 
tion of British Railways, Southern Region, 
of an order for 45 electrical equipments 
for 1,550-h.p. diesel-electric locomotives. 
The year ended with news of further simi- 
lar business. This brought the total 
number of equipments on order for British 
Railways, in the 1,160-1,550 h.p. range 
alone, to 112. 

Some of the 1,160-h.p. diesel-electric 
locomotives built for the Eastern Region 
entered service. The electrical equip- 
ments for the first batch of 20 of these 
were completed at the company’s works 
at Chelmsford. Work began on a further 
batch of 18 similar equipments for the 
Scottish Region, and much equipment for 
the London Midland Region 2,300-h.p. 
locomotives was delivered to the Derby 
works of British Railways. Several 
generators for these locomotives, which 
have a greater continuous output than any 
traction generator previously constructed 
in Europe, were subjected to acceptance 
tests at Chelmsford, and some engine/ 
generator set tests also were completed. 
One of these was exhibited at the Inter- 
national Exhibition at Brussels. 


For the 


Trend of Business 

During the last six months of 1958, the 
company’s latest phase of heavy capital 
expenditure drew to a close, so that acti- 
vity over the full year was divided between 
expanding and consolidating. All the main 
extension projects at Chelmsford, Derby, 
Campbelltown in Australia, and Kanjur 
in India were finished on schedule, and 
the remainder are in the final stages of 
completion. 

The creation of three subsidiary com- 
panies last year to take over the manage- 
ment and ownership of the Chelmsford 
Works, the Doncaster Works, and the 
Stud Welding Division, rationalised the 
structure of the Group. It has strength- 
ened production organisation and facili- 
tated closer inspection of manufacturing 
problems from a works point of view. 

Increasing competition in every sphere of 
business, increased credit restrictions, and 
extremely high interest rates for a large 
part of the financial year were not condu- 
cive to active trading. Nevertheless, the 
Chairman, Mr. Albert Parkinson, was able 
to announce a record year of business in 
his annual report. 


General 


Plant Developments 

A plant development project completed 
in 1958 was the new thermoplastic cable 
shop at Derby, is a complete manufac- 
turing unit dealing with the production 
of thermoplastic cables from the primary 
conductor stage to testing and final des- 
patch, with most of the production stages 
completely automatic. Much equipment 
also was added to several other parts of 
the existing cable factory, to deal with 
increased demands to maintain efficiency. 
_ At Doncaster, the Production Engineer- 
ing Department was made responsible for 
the installation of a new electrostatic 
paint spraying and stoving plant for light- 
ing fittings. 

At the Guiseley, Yorkshire, factory, 
where industrial a.c. motors up to 300 h.p. 
are made production facilities were sub- 


Stantially increased. 
At Chelmsford, the switchgear works 
was extended. It now includes automatic 


paint dipping and stoving plant providing 
2 two-coat cover to both castings and 
medium size fabrication. 

In India, the jointly-owned company, 
Crompton Parkinson (Works) Private 
Limited, is now operating with two fac- 
tories, as a new plant was opened at 
Kanjur, near Bombay. 

The new factory 
Australia, is now producing part of the 
Security range of motor control gear 
besides fractional h.p. motors. 

There were continuing developments in 
maintaining and improving the reliability 


at Campbelltown, 


of the a.c. range of motors made at 
Guiseley. A new range of fractional h.p. 
motors, the “T” series was introduced 
early in the year. 
Switchgear 

A range of a.c. air circuit breakers suit- 
able for currents up to 3,000 A. was 
brought into production. These are 


designed so that for currents up to 1,600 
A. they can be mounted in tiers, accom- 
online two breakers in a single cubicle 
width. Continuous development and im- 
provement were effected in the design of 
the range of switchgear manufactured at 
Chelmsford. 
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Batteries 

A major development was the addition 
of factory sealed charge (F.S.C.) to the 
range of heavy-duty batteries. A heavy- 
duty battery with F.S.C. needs only 8-12 
hr. charge, depending on size and type, 
compared with the normal 12-hr. soaking 
time and 80-100 hr. initial charge required 
by other heavy-duty batteries. 


Railway Signalling 

For colour-light signalling scheme on 
British Railways, Western Region, main 
line, the company supplied many miles of 
paper-insulated power and _ signalling 
cables. 

For the single phase a.c. electrification 
scheme of the London Tilbury & Southern 
Line of the Eastern Region, the B.T.C. 
ordered five, 5,000-kVA. Scott-connected 
groups of transformers. 


Stud Welding 


During the year, the sale of stud welding 
equipment continued to rise satisfactorily. 
The sale of studs, which reflects the tempo 
of activity in a cross section of the whole 
metalworking industry, also continued to 
increase, but at a slower rate than in recent 
years. The growth in the sale of stud 
welding plant is attributed largely to a 
widening field of application of this pro- 
cess, especially in structural engineering. 
The remainder of the increased sales is 
accounted for by established users applying 
the process to new types of work. 








The West of India Portuguese Guaranteed 


Railway 


The  seventy-seventh 
meeting of the 
January 21, 1959. 

The Chairman, Sir William Sharpe, in 
the course of his speech, said that the 
total net earnings for the year ending 
March 31, 1958 were £255,189 as com- 
pared with £116,426 in the previous year. 
The total exports had increased by 47 
per cent to over three million tons. 

Owing to the classification of the com- 
pany as an overseas trading corporation, 
there was a saving in U.K. taxation of 
£17,000 and although the dividend paid 
during the year was 14 per cent higher 
than the previous year, the Stockholders 
Revenue Account had_ increased by 
£6,794. 

Dealing with the current year’s financial 
prospects, the Chairman said that the 
world-wide recession in the steel industry 
which affected the earnings of the Port of 
Mormugao as an ore-exporting port, had 
not been fully felt in the year under 
review, but since April 1958 the earnings 
had been greatly reduced. He felt justi- 
fied, however, in taking an _ optimistic 
view of long-term prospects. 

Good progress, he said, had been made 
on harbour works. The new workshops 
were nearing completion. Rehabilitation 
of locomotives was taking place, and the 
delivery of three new diesel engines, 50 
ore wagons and eight brake vans was ex- 
pected in the near future. The new pilot 
launch was now in service, and the instal- 
lation of the mechanical handling plant 
at Berth No. 6 was making good progress. 

He stated that a delegation from the 
Board inspected the railway and harbour 
in January last and reported improve- 
ments in the efficiency, cleanliness and 
industry of stations, workshops and other 
installations. Officials and local merch- 


annual = general 
company was held on 


Co. Ltd. 


ants had praised the service given by the 
Company and the loyalty and industry of 
the staff under the inspired leadership of 
Colonel C. G. Blackford, O.B.E., the 
General Manager. 

The Chairman expressed the stock- 
holders’ appreciation of the excellent 
results achieved by Colonel Blackford and 
his staff in India and assured them of the 
Board’s full support in their exacting task. 
He also paid tribute to the friendly and 
effective co-operation of the Portuguese 
Government. 

At the close of the annual general meet- 
ing an extraordinary general meeting was 
held at which a resolution was passed to 
give two years’ notice to the Portuguese 
Government terminating the principal 
contract of 1881 as amended by subsidiary 
contracts, so that such notice of termina- 
tion would expire not later than March 
31, 1961. 

In moving the resolution the Chairman 
referred to the restricted scope of the 
company’s operations since the closing of 
the frontier between India and Goa, and 
particularly to the vulnerability of the 
revenue of the Port of Mormugao, owing 
to its dependence on one commodity—iron 
ore. The Chairman also referred to the 
company’s long association with the 
Portuguese Government and to the close 
and cordial co-operation existing between 
them. 





TELEX CONNECTION WITH ENGLISH ELECTRIC 
BRANCH OFFICES.—English Electric Co. Ltd. 
branch offices in Birmingham, Glasgow, 
and Manchester have been connected to 
the national Telex service. Numbers 
are:—Birmingham, No. 33177; Glasgow, 
No. 77423: Manchester, No. 66428. 
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Permanent Way Institution Meeting and Conversazione 


Seventy-fifth anniversary of foundation of Institution: 
Sir John Elliot on the vital role of modernised railways 


The 75th annual winter meeting of the 
Permanent Way Institution was held at the 
Institution of Civil Engineers, London, on 


January 31. The President, Mr. John 
Ratter, Member, British Transport Com- 
mission was in the chair. Members 


attended from all parts of the country. 
They included Messrs. J. Taylor Thomp- 
son, G. R. Smith and A. Dean, Past Presi- 
dents. Mr. C. E. Dunton, Sir Alan 
 mceemg ae Messrs. A. Deenik, J. L. 
Hoorweg, J. A. Cuperus, and M. Stein. 

The Scretiy. Mr. H. Janes, and Trea- 
surer, Mr. L. T. Starks, submitted a joint 
report on the coals of the Institution 
during the past year. Over 300 meetings 
and visi*s had been held by home sec- 
tions, and 417 new members had been 
enrolled. 

On January 5, 1959, a committee meet- 
ing was held at the Granby Hotel, Notting- 
ham, that day being the 75th anniversary 
of the establishment of the Institution in 
that hotel on January 5, 1884. 

In June, 1958, the Netherlands Way & 
Works Association held their summer 
meeting at Folkestone, and officials of 
the P.W.I. assisted at the various func- 
tions. 


Office Bearers 

Mr. A. Dean then proposed the election 
of Mr. C. E. Dunton, Chief Civil Engineer, 
London Transport Executive as President 
for the year 1959. Mr. Dunton had been a 
member of the Institution for many years 
and had taken a great interest in the Lon- 
don Section. The proposal was carried 
with acclamation. 

The following were elected as Vice-Presi- 
dents: 


For England, Mr. W. Young; Scotland, 


Mr. G. D. D. Greig, Wales, Mr. J. F. 
Bickerton; Ireland, Mr. H. E. Mclntyre; 
India, Mr. G. Visvanathan; Rhodesia & 
Nyasaland, Lt.-Colonel H. B. Everard; 


Sudan, Sayed Abu Bakr Ali Rida; Malaya, 
Mr. J. L. Greer. 
The present officers were re- -elected. 


Summer Meeting 


After members of Council and various 
committees had been elected, particulars 
were given of the 1959 summer meeting 
and convention, to be held in London on 
June 6-11. Visits are to be made to works 
in connection with the Southern Region 
Kent Coast and Eastern Region East Coast 
main line electrifications, the Ford Motor 
Works at Dagenham, Lillie Bridge, L.I. 
L.T.E. Underground Permanent way depot, 
and the Port of London. On June 9 the 
Institution is to receive the Lord Mayor 
of London at Stationers Hall. 

At the conclusion of business a new 


B.T.C. film “ Groundwork for Progress” 
was shown. The retiring President then 
gave a short address in which he com- 


pared railways in 1884, the year the P.W.I. 
was formed, and today. British Railways, 
he said were going through a very difficult 
time, as were other railways in the world, 
but with the change from steam to diesel 
and electric power, he was confident that 
things would improve. 


Conversazione 
The seventh annual conversazione was 
held the same day at the headquarters of 
the British Transport Commission. The 
guest of honour was Sir John Elliot, Chair- 


man of London Transport Executive. 
Other guests included 
British Transport Commission and 


British Railways: Sir Reginald Wilson, 
Messrs. A. B. B. Valentine, Edgar Anstey, 
R. C. Bond, A. R. Dunbar, S. B. Taylor, 
C. P. Hopkins, and H. C. Johnson. 

Brigadier C. A. Langley, Colonel D. 
McMullen, Messrs. J. F. Deenik, J. L. 
Hoorweg, J. L. A. Cuperus, Marc Stein, 
and C. M. Hannoyer. 

Mr. Dunton, after receiving the guests, 
addressed the company. He pointed out 
that on January 5, 1959, the P.W.1. manag- 
ing committee held their meeting in a 
small hotel near Nottingham Midland 
Station and in a room where, precisely 
75 years previously, the first President, 
Mr. Meredith, addressed the first meeting 
of the Institution, stated inter alia aims 
and objects which should be pursued, and 
stressed the benefits which could be 
achieved through the exchange of know- 
ledge facilitated by the P.W.I. 

“it may be said without fear of contra- 
diction,” Mr. Meredith had added in 1884, 

“that the points and crossings manufac- 
tured for this company by the firm of 
Messrs. John Taylor & Sons (now Messrs. 
Taylor Bros. (Sandiacre) Ltd.) of this town, 
are unrivalled for excellency of workman- 
ship and finish.” 

The first summer meeting, Mr. Dunton 
continued, was held in Birmingham in 
1884, and the first annual general meeting 
in London in January, 1885. At the latter, 
the rules were adopted and eight Sections 
of the Institution, at Birmingham, Bristol, 
Bradford, Derby and Nottingham, Glou- 
cester, London, Manchester, Taunton and 
Exeter, were formed. The name _ was 
changed to Permanent Way Institution in 
1895, to widen the field from which mem- 
bers could be drawn. 

There was hardly a word in the speech 
of the first President which could have 
been said differently or better in 1959. 
The spontaneous desire for the exchange 
of views, for more theoretical learning and 
for the improvement of the art of track 
maintenance, arising among men working 
for so many different and competitive com- 
panies, was a great historical fact in the 
evolution of the British railway system 
towards integration. 

In times when newer transport tech- 
niques were impinging more and more on 
railways and their former supremacy was 
challenged, they should remember the 
immense potentialities in speed and in 
volume of transport which resided in a 
single pair of tracks or even (with two- 
way signalling) in a_ single track, if 
properly laid out, freed from unnecessary 
crossing movements and maintained for 
fast and heavy traffic. To a permanent 
way man it was hard to conceive so 
perfect a medium for fast running, for 
mass movement or for comfortable long- 
distance travel, even becoming redundant 
for these purposes, if fully exploited. 

They must get rid of the things, such as 
speed restrictions, rough-riding bogies, slips 
in cuttings, broken rails, wagons derailed 
and wagons lost in marshalling yards, 
which earned railways a bad reputation, 
and show what the permanent way could 
do to attract and carry heavy traffic need- 
ing a fast, smooth passage. One bad tradi- 
tion was that once a train was late it could 
be written off, and that its increasing late- 


ness and other delays so caused did not 
matter. 

Sir John Elliot replied in a witty speech, 
which included many anecdotes, and 
ended : 

“The great thing for railwaymen to 
remember is that there is still no method 
of carrying people and things so fast, 9 
cheaply, and so efficiently as railways. |t 
is quite untrue that the modern State can 
do without railways. There never was an 
opportunity so great as there is for the 
railways today. With modern equipment, 
and the ingenuity of engineers and tech- 
nicians, there is an unlimited future of 
prosperity and usefulness for the railways, 

“Look at the outstanding efficiency of 
the railways in Europe today, thanks to 
some very great men, and the farsighted 
Governments who poured money into them 
after the war. Now that we have the 
capital which our railways ought to have 
had immediately after the war, there 
ought to be no doubt whatever about the 
success of our railway system, which will 
be as good as ever it was, and certainly 
better. I cannot think of any better way 
in which men can join together to this end 
than by Institutions such as yours.’ 

Sir Landale Train, a past President, 
thanked Sir John Elliot on behalf of the 
Institution. He referred to Sir John Elliot's 
long history as a railwayman, and a good 
friend to engineers, who had been respons- 
ible for the introduction of one of the first 
work study schemes to be carried out in 
this country. 

The P.W.L., Sir Landale Train went on, 
brought together throughout the country 
the men who designed the work, and the 
men who carried it out. 

He also paid tribute to the late Mr. 
J. W. Watkins, whose tragic death had so 
saddened his many friends. 

The attractions at the conversazione 
included some British Transport films. The 
rooms at B.T.C. headquarters used during 
the evening were strikingly decorated with 
plants and flowers under the direction of 
Mr. B. J. J. Moran, Gardening Superinten- 
dent, L.T.E. 








Questions in Parliament 

Relief to B.T.C. for Inherited Liabilities 

Mr. G. R. Strauss (Vauxhall—Lab.) 
asked the Minister of Transport & Civil 
Aviation on February 2 whether he would 
now make a statement about the relief 
the Government propose to give to the 
B.T.C. for its inherited liability for road 
bridges over railways, and level crossings. 

Mr. Harold Watkinson, in a written 
answer: The views put to me by the 
B.T.C. on this subject have been carefully 
considered. Its proposal that it should be 
relieved of certain liabilities in these 
respects raised a number of complicated 
issues, but the Government nevertheless 
recognises that traffic and road conditions 
have changed very considerably since most 
of these bridges and level crossings were 
built, that the burden of maintaining them 
has become more onerous in recent years, 
and that highway authorities now receive 
assistance from the Exchequer for road 
works. Further, the present arrangements 


do not in many cases operate so as to assist 
in the improvement of roads over railway 
bridges or of level crossings. 

To change the present arrangements will, 
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however, require legislation. Meanwhile 
the Government proposes as an interim 
measure (o make a payment of £1,000,000 
for the second half of 1958 and £2,000,000 
in 1959 as a contribution towards the Com- 
mission’s expenditure on these liabilities. 
Parliamentary authority for the payment of 
£1,000,000 this financial year is being 
sought by supplementary estimate. 


Taxes Paid by Nationalised Industries 

Mr. Cyril Osborne (Louth—C.) asked 
the Chancellor of the Exchequer on 
January 29 how much income tax and 
profits tax had been paid in the four 
nationalised industries, coal, gas, elec- 
tricity, and transport, respectively, each 
year since vesting day; how much capital 
had been employed; and what is the 
approximate average taxation paid by 
private industry over the same years em- 
ploying the same capital. neg 

Mr. J. E. S. Simon, Financial Secretary 
to the Treasury, in a written answer: I 
cannot give figures from Inland Revenue 
tax records about tax paid by particular 
taxpayers, but I would draw attention to 
the published accounts of the industries 
concerned which contain information about 
tax liabilities and capital empioyed. 


Underground Service Changes 

Mr. E. Davies (Enfield E.—Lab.) asked 
the Minister of Transport & Civil Aviation 
on January 28 if he would request the 
London Transport Users’ Consultative 
Committee to inquire into the reasons for 
the changes in scheduled services on 
London Transport which led to recent 
refusals of passengers to leave certain 
Underground trains. 

Mr. A. E. Cooper (Ilford S—C.) asked 
the Minister what discussions he proposed 
to have with the London Transport Users’ 
Consultative Committee following recent 


sit-in strikes on certain London Under- 
ground trains. —_ 
Mr. Watkinson intimated that L.T.E. 


had stated plainly that it recognised its 
responsibilities in this matter, and it was 
trying to put matters right. “1 think it is 
only fair.’ he added, “to give London 
Transport a chance to do that, but I am 
watching the position in the interests of 
the travelling public—that is one of my 
duties—and I shall see how things work 
out. We must, however, give London 
Transport the chance to put things right 
on its own account. If it cannot, I do 
not rule out other possibilities.” 


Parliamentary Notes 
Railways’ Use of Coal 

Viscount Stonehaven, in a general de- 
bate in the House of Lords on January 
21 on fuel and power policy, drew atten- 
tion “to the extraordinary fact” that all 
the nationalised fuel-using industries were 
sponsoring the National Industrial Fuel 
Efficiency Service, with one exception, 
British Railways, “who use a_ large 
quantity of large coal, which is the only 
kind of coal which we can export.” 

“If they are wasting, or unless they take 
every measure possible to check up, that 
they are not wasting coal,” he went on, 
“T think that something is radically wrong 
here. If the Electricity Generating Board 
welcome N.I.F.E.S.. and is thankful for 
its co-operation and advice, there is no- 
thing infra dig in British Railways accept- 


ing the same measure of their own 
efficiency in their own house. I am aware 
that steam locomotives have had their 


day, but they have not all been abolished, 
and they will consume a vast quantity of 
coal before complete electrification is a 
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fact. During that interim period a great 
deal of attention should be paid to the 
fact that they are using coal which we 
could export and which is in_ short 
supply.” 

Turning to the use of small coals, Lord 
Stonehaven said there was the interesting 
experiment which is being carried out by 
British Railways with an injector type of 
exhaust blast used in the smoke-box of 
locomotives. lt was claimed by the spon- 
sors of this device that it gave an overall 
increase of efficiency of about 5 per cent, 
with the added advantage of being able 
to burn, and burn completely, small coals. 
Considering the vast amount of coal that 
British Railways had yet to burn before 
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they are electrified, he was sure that this 
was something that should be gone into 
very carefully. He understood that the 
capital cost of this device could be written 
off in. 18 months or two years on the 
saving that would accrue. It was not a 
brand-new idea. It was used in some 15 
foreign countries already, so that it was 
not a new invention, although it was per- 
haps new to this country. 

Lord Mills, Minister of Power, who 
made a general statement of fuel policy, 
said there were a number of detailed 
questions that he had not answered, par- 
ticularly from Lord Stonehaven, but he 
would see that he was supplied with the 
answers. 








Contracts and Tenders 


Rolling stock for the Nigerian Railway Corporation 


The Crown Agents have placed the 
following orders for the Nigerian Rail- 
way Corporation :— 

Talbot Waggonfabrik A.G., Aachen, 
Western Germany: 25 cattle wagons 
and 6 bogie brake vans 

Birmingham Railway Carriage & 
Wagon Co. Ltd.: 12 third class pas- 
senger coaches. 


British Railways, North Eastern Region, 
has placed the following contracts :- 

Spanner Boilers Limited: two horizontal 
oil-fired boilers, West Hartlepool Green- 
land Sleeper Depot 

Brush Electrical Engineering Co. Ltd: 
air compressor plant and equipment, 
Darlington Locomotive Works 

Coventry Climax Engines Limited: 
one fork lift truck and battery charger, 
Gateshead. 


The Special Register Information 
Service. Export Services Branch, Board of 
Trade, has received calls for tenders as 
follow: 


From Australia: 

14 or alternatively 28 diesel engines, 
with control equipment, radiators, fans, 
filters, strainers, starting and cranking 
motor, converter fluid charging pump, 
and other equipment. The _ diesel 
engines to be provided with a power 
“take-off” suitable for a _ vee-belt 
drive to the radiator fan and air com- 
pressor shafting. Matched sets of vee- 
belts to be included. A further power 
“take-off” to be provided for con- 
verter fluid charging pump if this unit 
is not included in the basic engine 
design 

14 or alternatively 28 high degree 
exhaust silencers with flexible connec- 
tions 

14 or alternatively 28 air cleaners 
with flexible connections 

14 or alternatively 28 hydraulic 
torque converters with integral auto- 
matic lock-up clutches and with rever- 
ser mechanism 

14 or alternatively 28 air compres- 
sors 

14 or alternatively 28 generators, in- 
cluding matched sets of vee-belts for 
generator drive, if required 

128 or alternatively 256 Aeroquip 
No. 8 self-sealing couplings 

14 or alternatively 28 final drive 
assemblies, including propeller shafts 
and universal joints with provision for 
attaching suitable torque control arm 

7 sets of single or double end driv- 


ing controls, or alternatively, 7 sets of 

single and 7 sets of double end driving 

controls, suitable for multiple opera- 
tion of a train consisting up to a total 
of nine cars; six power cars, and three 
non-power cars 

28 or alternatively 56 engine starting 
panels complete with start and stop 
buttons and other equipment necessary 
for the starting, stopping and operation 
of the engines 

14 or alternatively 26 or alternatively 

40 sets of jumper cable equipment, 

plugs and receptacles for the power 

cars and non-power cars 

Spare parts as may be ordered and 
selected from the list submitted by the 
tenderer. 

The issuing authority is the South 
Australian Government Railways. The 
tender No. is C.M.E. 2/59. Bids should 
be sent to the South Australian Railways 
Commissioner, Adelaide, South Aus- 
tralia. The closing date is March 16, 
1959. The Board of Trade reference is 
ESB/2151/59. 


From India: 

53 items of superheater elements for 
steam locomotives. 

The issuing authority is the Director- 
General of Supplies & Disposals. The 
tender No. is P/SR7/18155-J/1. Bids 
should be sent to the Director-General of 
Supplies & Disposals, Shahjahan Road, 
New Delhi. The closing date is February 
17, 1959. The Board of Trade reference 
is ESB/2347/59. 


From Formosa: 


Items of rough rolled steel wheel 
tyres, as per TRA drg. A-34B, and 
specification AAR-M-106-48 class B. 
The issuing authority is the Central Trust 

of China. The tender No. is GFB-4892. 
Bids should be sent to the Central Trust 
of China, Purchasing Department, 68 Yen 
Ping Nan Lu, Taipei, Taiwan. The closing 
date is February 11, 1959. The Board of 
Trade reference is ESB/2839/59. 


Further details regarding the above 
tenders, together with photo-copies of 
tender documents, can be obtained from 
the Branch (Lacon House, Theobalds 
Road, W.C.1). 


The Special Register Information Ser- 
vice, Export Services Branch, Board of 
Trade, reports that the call for tenders 
from Portuguese East Africa for smoke 
tubes, reported in last week’s issue, has 
been cancelled. 
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Notes and News 


Diesel Locomotive Deliveries.——In last 
week’s issue, on page 143, the number of 
main-line diesel locomotives to be 
delivered to British Railways this year was 
printed in error as 30. This should have 
read 300. 


Maiden Voyage of Eastern Region Con- 
tainer Ship.—The m.v. Colchester made its 
maiden voyage from Harwich to Antwerp 
last Monday on the British Railways Con- 
tinental cargo service. The vessel is 
designed to deal with a full load of general 
cargo, a full load of railway containers, 
or a mixed load of both. 


International Federation of Consulting 
Engineers.—The following associations of 
consulting engineers have been elected to 
membership of the International Federa- 
tion of Consulting Engineers (F.I.D.I.C.) : 
Australian, Canadian, South African, and 
the Consulting Engineers’ Council of the 
U.S.A. This brings the number of member 
associations in F.I.D.LC. to 14,representing 
some 5,000 individual consulting engineers 
in member countries. 


A.E.I. Acquisition of London Electric 
Wire Company & Smiths Limited.—In 
the formal offer, on a share exchange 
basis, by the Associated Electrical Indus- 
tries Limited to acquire the preference 
and ordinary capital of the London Elec- 
tric Wire Company & Smiths Limited, it 
is expected that L.E.W. will receive in- 
creased orders from A.E.I. for copper 
conductors and for resistance wires. There 
is ample capacity available to satisfy such 
extra requirements and also to meet any 
additional demand that may arise in future 
through increased activity in the electrical 
industry. 


A. A. Jones & Shipman Limited London 
Showroom Opened.—A. A. Jones & Ship- 
man Limited last week opened a new show- 
room and office at 50/52, Great Peter 
Street, London, S.W.1, giving demonstra- 
tion facilities, after sales, and technical 
service. The company opened the show- 
room with the first exhibition of its high- 
precision cylindrical grinding machine. 
Other demonstrations included ‘“ mate- 


sizing * with electronic gauging, Model 540 
surface grinder with head-mounted dia- 
form, and several standard models. The 
first of a series of exhibitions will continue 
13, although a range of 


until February 
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machines will be under power for demon- 
stration at all times. Sales and service 
enquiries are dealt with by _ resident 
engineers in the London area. 


Silentbloc Limited Interim Dividend.—An 
unchanged interim ordinary dividend of 
124 per cent has been declared by Silent- 
bloc Limited in respect of the year ending 
May 31, 1959. 


Holoplast Limited——The London office 
of Holoplast Limited will be moved, with 
effect from February 9, to 2, Caxton 
Street, S.W.1, which forms part of St. 
Ermine’s Hotel. The new telephone 
number is Abbey 4866. 


Coventry Gauge & Tool Co. Ltd. Pros- 
pects.—Sir Stanley J. Harley, Chairman, 
Coventry Gauge & Tool Co. Ltd., has 
stated that he does not feel unduly pessi- 
mistic about the long-term outlook, 
although orders have been more difficult 
to obtain. Results for the current year 
are unlikely to be as favourable as last, 
but it is hoped that the present rate of 
dividend can be maintained on the capital 
as increased by the issue of shares against 
the acquisition of Rockwell Engineers 
Limited. 


British Transport Advertising Campaign.— 
The biggest campaign ever to be under- 
taken on British Transport Advertising 
sites on behalf of a wallpaper manufac- 
turer was launched last month. The Com- 
mercial Advertising Service of the British 
Transport Commission received an order, 
the value of which runs into six figures, 
from Crown Wallpapers Limited. More 
than 600 buses in London and _ the 
Provinces are now displaying side adver- 
tisement featuring the wallpaper, as do 
1,000 car cards and 50 four-sheet poster 
sites on the L.T.E. Underground and on 
1,500 similar positions on British Railways 
stations all over the country. The length 
of the displays varies from 12 months to 
three years. 


Cockburns (Springs) Limited New Factory. 
—The new works of Cockburns (Springs) 
Limited, at Meiklewood Road, Glasgow, 
was opened recently by Mr. R. C. Rodger, 
managing director of the parent company, 
Cockburns Limited. The factory, with a 
floor area of 20,000 sq. ft.. initially, and 
capable of expansion, is equipped with the 
latest gas fired hearths, coiling machines 
and annealing furnaces associated with 





A. A. Jones & Shipman Limited new showroom and office 
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Pyrometer controls. Springs for the 
engineering, electrical, and transport. jp. 
dustries are being manufactured. At 4 
luncheon after the opening ceremony, Mr 
James Peacock, Managing Director of the 
firm, stated that spring manufaciure jn the 
United Kingdom was centred mainly jp 
the English Midlands. Cockburns, he 
added, was providing a challenge, and 
orders already received were made up of: 
Scotland 45, England 40, Ireland and 
Wales 5, and the Continent of Europe 10 
per cent. 


K.G.S. Bearing Co. Ltd. Change of Name, 
—The K.GS. Bearing Co. Ltd. has 
changed its title to F.A.G. Bearing Co, 
Ltd. This indicates the trade mark of the 
product for which the company is United 
Kingdom Sales Division: F.A.G. ball, 
cylindrical, taper, and spherical roller 
bearings. There are branches at Aberdeen, 
Belfast, Glasgow, Manchester, and North 
Shields. 


Winn & Coales Limited Contracting 
Department.—Winn & Coales Limited has 
announced formation of a contracting 
department to carry out the protection of 
plant, pipe-lines, structural steelwork, and 
so on. For the present it will operate 
from the company’s northern area head- 
quarters, Denso House, Glebelands Road, 
Sale, Cheshire. Winn & Coales Limited 
now provides a complete anti-corrosion 
service, including cathodic protection. 


German Federal Railway Motive Power. 
—The maker of the third type of oil 
engine used by the German Federal Rail- 
way for traction was given in error on 
page 69 of our January 16 issue in the 
report on the visit of British M.Ps to 
Germany as Krauss Maffei. It should 
have been Maybach, which company over 
the last decade has supplied 90 per cent 
of all the traction oil engines acquired by 
the German Federal Railway in outputs 
above 200 b.h.p. 


Heaton Norris Passenger Station to Close. 
—Heaton Norris passenger station, in the 
London Midland Region of British Rail- 
ways, between Stockport and Manchester, 
is to be closed on March 2 because it is 
unremunerative. Passengers will be able 
to book to Stockport Edgeley and proceed 
thence by omnibuses of the North Western 
Road Car Company or Stockport Corpora- 
tion Transport. Parcels and _ passenger 
train merchandise will be dealt with at 
Stockport Edgeley. 


United Steel Companies Limited Outlook. 

‘Sir Walter Benton Jones, Chairman, 
United Steel Companies Limited, has 
stated that demand for heavy steel will 
catch up with output towards the end of 
the year. At the annual general meeting 
he pointed out that group results for the 
first quarter of the current year were 
not disappointing, although final results 
would depend upon demand. The group 
is at present working at 80 per cent of 
capacity. 


R. A. Lister & Co. Ltd. Activities.—Sir 
Percy Lister, Chairman of R. A. Lister & 
Co. Ltd., stated at the annual general 
meeting of the company, on January 23, 
that encouraging results after a far-from- 
normal trading period were caused by 
steady development at home and overt- 
seas. The air-cooled diesel engine was 
increasing in production volume and new 
additions would be made this year to the 
range handled by the group’s rail traction 
company. Record group net profits pre- 
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viously announced by R. A. Lister & Co. 
Ltd. for the year ended September 30, 
1958, are £488,120, against £475,939 for 
the equivalent period of 1956-57, and the 
dividend is increased by 2} per cent to 123 
per cent. 


Leyland Motors Limited Dividend Un- 
changed.—The ordinary dividend of Ley- 
land Motors Limited for the year ended 
September 30, 1958, is unchanged at 124 
per cent. Group trading profits declined 
to £5,937,646 from £6,115,323 for 1956- 
fe and net profits were £2,045,745 


High Duty Alloys Limited New Sales 
Office.—High Duty Alloys Limited has 
opened a new Midland area sales office at 
Queens College Chambers, 38a Paradise 
Street, Birmingham, 1, tel.: Midland 
3286. It will handle sales of hiduminium 
sheet, extrusions, and tube and castings. 
All home market enquiries and quotations 
in regard to forgings will be handled 
from a new sales department at the forging 
division, Windsor Road, Redditch—tel.: 
Redditch 711. 


Thos. W. Ward Limited at tic Engineer- 
ing, Marine, Welding & Nuclear Energy 
Exhibition.—Thos. W. Ward Limited is to 
show a range of Ficep shearing machinery 
at the Engineering, Welding & Nuclear 
Energy Exhibition at Olympia, London, on 
April 16-30. This will include a model 
CGC 100 G billet and bar shearing 
machine; a model standard size 25 com- 
bination punching, shearing, cropping, and 
notching machine; a model Beton B40 
portable bar shearing machine; a Colt 
shearing, cropping, and notching machine; 
a model CCL size 400 portable Alligator 
shearing machine; and an extensive range 
of hand lever operated bending and shear- 
ing machines. 


Hunslet (Holdings) Limited.—The report 
and accounts of Hunslet (Holdings) 
Limited for the year ended July 31, 1958, 
showed a group profit of £210,131 before 
charging taxation. The Chairman, Mr. 
J. F. Alcock, at the recent first annual 
general meeting, stated that the substan- 
tial part of this was not available for 
distribution as it was earned by subsidiary 
companies including the Hunslet Engine 
Co. Ltd., before acquisition of their 
shares by the new public company only 
two months before the end of the finan- 
cial year. Recent repeat orders from 
British Transport Commission, for stan- 
dard diesel shunting locomotives worth 
nearly £500,000, had helped greatly in 
keeping down unit costs to meet extremely 
competitive conditions when _ selling 
abroad. 


International Congress on Electro-Heat.— 

At the fourth International Congress on 
Electro-Heat to be held at Stresa, Italy, 
on May 25-29, 19 papers by British 
authors are to be _ presented. The 
congress will be divided into 10 sections 
and a total of 199 papers will be given. 
Further information may be obtained from 
the Secretary, the British National Com- 
mittee on Electro-Heat, 2, Savoy Hill, 
London, W.C.2. In order to obtain 
accommodation in  Stresa_ registration 
forms should be returned not later than 
February 25. The congress fee is 40,000 
lire (about £23), which does not include 
hotel accommodation or travelling. The 
British National Committee on Electro- 
Heat was re-organised about a year ago 
and its members now are:—British Elec- 
trical and Allied Manufacturers’ Associa- 
tion, British Electrical Development 
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Association, British Iron & Steel Research 
Association, British Non-Ferrous Metals 
Research Association, Department of 
Scientific and Industrial Research, Elec- 
trical Research Association, Electricity 
Supply Industry (through the Electricity 
Council, Electricity Boards and the South 
of Scotland Electricity Board), Institute of 
Metals, Institution of Electrical Engineers, 
Iron & Steel Institute. 


B.LC.C. Derby Office Address.—The 
address of British Insulated Callender’s 
Cables Limited branch office at Derby is 
now Hartington Street, Derby. The tele- 
phone number remains the same, Derby 
41421. 


David Brown Corporation Limited.—In 
his annual review of the activities of the 
David Brown Corporation, the Chairman, 
Mr. David Brown, states the orders 
received by the Group during the year 
ended June 30, 1958, were some £1,200,000 
higher than those obtained during the 
previous year. Turnover was the highest 
in the company’s history. The year was 
also one of rising costs and, with business 
becoming increasingly competitive, these 
increases had to be absorbed to keep the 
prices of products stable. By reducing 
overheads, the firm achieved some success 
in neutralising the effects of higher costs. 
The profit before tax was £703,336, against 
the previous year’s figure of £469,240. 
Orders were obtained from China, 
Germany, and Russia for, inter alia, 
machine tools, gearing, and small tools. 


Opening of B.LC.C. Cardiff Branch 
Offices. — The inauguration of new 
premises at Cardiff for British Insulated 
Callender’s Cables Limited was initiated 
on January 28 by Mr. W. A. Gallon, 
Chairman of the South Wales Electricity 
Board. Some 150 business associates 
attended the ceremony in the new offices 
at Station Terrace, Queen Street, Cardiff. 
There is a total floor area of 9,000 sq. ft. 
and a storage capacity of 80,000 cu. ft. on 
three floors, providing accommodation five 
times greater than previously available. 
B.I.C.C. has been represented in Cardiff 
since 1907. The branch is managed by 
Mr. L. R. Greet. 


Mond Nickel Fellowships.—Applications 
are invited by the Mond Nickel Fellow- 
ships Committee for award of Mond 
Nickel fellowships for 1959. The main 
object of the fellowships is to enable 
selected applicants of British nationality 
and educated to university degree or 
equivalent standard to obtain additional 
training and wider experience in industrial 
establishments at home or abroad, so that, 
if subsequently employed in executive or 
administrative positions in the British 
metallurgical industries, they can better 
appreciate the technological significance of 
research and apply its results. There are 
no age limits, but awards will seldom be 
made to persons over 35. Each fellowship 
will occupy one full working year. It is 
hoped to award five fellowships a year of 
a value of £900-£1,200. Particulars can 
be obtained from the Secretary, Mond 
Nickel Fellowships Committee, 4, Gros- 
venor Gardens, London, S.W.1. 


British Tabulating Machine Co. Ltd. and 
Powers-Samas Accounting Machine 
Limited Merger.—The British Tabulating 
Machine Co. Ltd. and Powers-Samas 
Accounting Machines Limited have merged 
to form International Computers & 
Tabulators Limited (1.C.T.). The com- 
bined company will trade under this name. 
I.C.T. employs between 15,000 and 16,000 
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staff and its assets are valued at some 
£24,000,000. Throughout the 50 years 
of its existence The British Tabulating 
Machine Co. Ltd. had built up a successful 
business of renting Hollerith electro- 
mechanical punched card equipment and 
electronic computer machines suitable for 
all types of large and medium-scale under- 
takings. Its operations were conducted 
almost entirely within the United Kingdom 
and Commonwealth countries. Powers- 
Samas, in its 43 years of life, had also 
built up a highly successful business with 
similar organisations by both renting and 
selling mechanical and electronic punched 
card equipment suitable, not only for large 
and medium-scale undertakings, but also 
in the field of smaller businesses not 
covered by the Hollerith range. Powers- 
Samas_ operations overseas extended 
beyond the Commonwealth countries to 
the Continent and, on a small scale, to 
North America. 








Forthcoming Meetings 


February 6 (Fri.).—Institute of Transport, 
Western Section, at the Docks Office, 
Bristol, at 1.15 p.m. Paper on “ British 
waterways,” by Major-General Sir 
Reginald Kerr. 

February 6 (Fri.).—The Railway Club, at 
320, High Holborn, London, W.C.1, 
at 7 p.m. Annual general meeting, 
followed by a display of railway 


photographs covering the period 
1895-1905. 
February 6 (Fri.).—Stephenson Loco- 


motive Society, Scottish Area, at 25, 


Charlotte Square, Edinburgh, at 
7 p.m. “Some notes on the Drum- 
mond period of the Caledonian loco- 
motive history,’ by Mr. A. S 
Paterson. 

February 7 (Sat.).—Stephenson Loco- 
motive Society, Scottish Area, at 


302, Buchanan Street, Glasgow, at 
2.30 p.m. A talk on the Scottish 
Region Archives Department, by the 
Curator, Mr. Hogg. 


February 7 (Sat.).—Stephenson  Loco- 
motive Society, North Western Area, 
at the Y.M.C.A., Fargate, Sheffield, 
at 6.30 p.m. Paper on “London & 
North Western locomotives and 
their work,” by Dr. W. A. Tuplin. 


February 7 (Sat.).—Railway Correspon- 
dence & Travel Society, Bristol & 


District Branch, at the Grosvenor 
Hotel, Bristol, 1, at 7.30 p.m. 
Paper on “The Claughtons of the 


L.N.W.R.” by Mr. R. M. Tomkins. 


February 9 (Mon.).—Institute of Traffic 
Administration, Birmingham, at the 
Cosmopolitan Club, Fore Street, Birm- 
ingham, at 7.15 p.m. Paper on “ Rail- 
way modernisation,” by a British Rail- 
ways speaker. 

February 10 (Tue.).—Permanent Way Insti- 
tution, York Section, at the Railway 
Institute, York, at 6.45 p.m. Paper on 
“The Industrial Injuries Act,” by 
Dr. S. Hulme, Medical Officer, 
Southern Region, British Railways. 

February 10 (Tue.).—Institution of Civil 
Engineers at Great George Street, 
Westminster, S.W.1, at 5.30 p.m. 
Paper on “Automatic analysis of 
steel framed structures under fixed 
and varying loads,” by Mr. Jacques 
Heyman. 


February 10 (Tue.).—Electric Railway 
Society, at the Exchange & Engineer- 
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ing Centre, Birmingham, at 6.45 p.m. 
Paper on “The Guernsey Railway,” 
by Mr. G. C. J. Morris. 


February 11 (Wed.)—British Railway, 
Southern Region, Lecture & Debating 
Society, at the Chapter House, St. 
Thomas’ Street, London, S.E.1, at 
5.45 for 6 p.m. Paper on “Steel 
rhythm,” illustrated, by Mr. Charles 
Ryan, United Steel Companies 
Limited. 


February 11 (Wed.).—Railway Discussion 
Group, at the Technical College, 
Eastfield Road, Peterborough, at 6.45 
p.m. Paper on “ The catering services,” 
by Mr. C. W. Roundell, Principal 
Assistant Refreshment Rooms, British 
Transport Hotels & Catering Services, 
London. 


February 12 (Thu.).—Institution of Rail- 
way Signal Engineers, York Section, 
at the Signalling School, Toft Green, 
York, at 5.30 p.m. Paper on “Colour- 
light signalling principles including 
the application of C.T.C.,” by Mr. 
D. G. Parker, British Railways, North 
Eastern Region. 

February 12 (Thu.).—Stephenson Locomo- 
tive Society, London & Southern Area, 
at Caxton Hall, Westminster, S.W.1, 
at 6.45 p.m. Paper on “ Several years 
of railway photography,” illustrated, 
by Mr. E. R. Wethersett. 


February 13 (Fri.).—Railway Correspon- 
dence & Travel Society, London 
Branch, at the Railway Clearing 
House, Eversholt Street, London, 
N.W.1, at 7.15 p.m. Paper on “ The 
Leek & Manifold Railway,” by Dr. 
J. R. Hollick. 


February 14 (Sat.).—Railway Correspon- 
dence & Travel Society, South of 
England Branch, Annual reunion 
and dinner at Eastleigh. 


February 14 (Sat.).—Stephenson Locomo- 
tive Society, North Western Area, in 
the Conference Room, Liverpool 
Central Station, at 7.30 p.m. Paper 
on “ The Welshpool & Llanfair Light 
Railway,” by Mr. S. H. P. Higgins. 


February 14 (Sat.).—Stephenson Locomo- 
tive Society, North Western Area, at 
the Manchester Geographical Society, 
St. Mary’s Parsonage, Deansgate, 
Manchester, at 6.15 p.m. Paper on 
“The Isle of Man Railway,” by Mr. 
J. D. Darby 


February 16 (Mon.).— The Historical 
Model Railway Society, at Caxton 
Hall, Westminster, S.W.1, at 7 p..m. 
Slides of L. & N.W.R. subjects 
through the epidiascope by Mr. G. H. 
Platt. 


February 17 (Tue.).—Railway Corres- 
pondence & Travel Society, Sheffield 
Branch, at the Livesey Clegg House, 
Union Street, Sheffield, at 7.30 p.m. 
Paper on “ Egyptian State Railways,” 
illustrated, by Mr. C. Spencer. 

February 18 (Wed.)—Railway Corres- 
pondence & Travel Society, Lanca- 
shire & North Western Branch, at the 
Douglas Hotel, Corporation Street, 
Manchester, at 7.15 p.m. Paper on 
“The Hull & Barnsley Railway,” by 
Mr. D. R. Smith. 

February 18 (Wed.).—Institution of Loco- 
motive Engineers, at the Institution 
of Mechanical Engineers, 1, Birdcage 
Walk, London, S.W.1, at 5.30 p.m. 
Paper on “ Some design considerations 
of main line diesel locomotives,” by 
Mr. T. Schur. 

February 18 (Wed.).—Institute of Traffic 
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Administration, Bristol & South 
Western Centre, at the Grand Hotel, 
Bristol, at 7.30 p.m. Films display 
by courtesy of the British Transport 
Commission. 


February 18 (Wed.).—Railway Discussion 
Group, at the Peterborough Technical 
College, Eastfield Road, at 6.45 p.m. 
Paper on “ Railway police work,” by 
Mr. L. James, Chief of Police, Eastern 
area. 


February 19 (Thu.).—Diesel Engineers & 
Users Association, in the Institute of 
Marine Engineers, the Memorial 
Building, 76, Mark Lane, E.C.3, at 
2.30 p.m. Paper on “ The application 
of diesel engines to automatically 
controlled power plant,” by Mr. K. R. 
Ives. 


February 19 (Thu.).—British Railways, 
Western Region, London Lecture & 
Debating Society, in the Headquarters 
Staff Dining Club, Bishop’s Bridge 
Road, Paddington, W.2, at 5.45 p.m. 
Paper on “ Dieselisation—problems, 
progress and prospects,” by Mr. R. A. 
Smeddle 


February 20 (Fri.)—South Wales & Mon- 
mouthshire Railways & Docks Lecture 
& Debating Society, Swansea Section, 
in the Board Room, of the Docks 
Manager’s Office, Adelaide Street, 
Swansea, at 6.45 p.m. Joint meeting 
with the Institute of Transport. 


February 21 (Sat.).—The Railway Club. 
Visit to disused tube station and tunnel 
at King William Street. 


Railway Stock Market 


Uncertainty ruled in stock markets, and 
values moved lower, apart from British 
funds, which were in better demand now 
the emphasis is less on equity shares. 
Hopes of a bank rate cut to 34 per cent 
tended to attract more attention to fixed- 
interest securities. Two factors that have 
been dominating sentiment in markets 
are the latest public opinion polls, which 
now show Labour slightly ahead of the 
Conservatives, and the reaction on Wall 
Street. Buyers have been showing 
caution, and there was rather more selling, 
but in general it was moderate. Confidence 
persists that the Budget will make impor- 
tant tax concessions to help industry, and 
in the circumstances, it is not unreasonable 
to expect that these hopes will stimulate 
stock markets in due course. 

Canadian Pacifics, reflecting Wall Street, 
lost part of their recent rise, but at $543 
per only fractionally lower as compared 
with a week ago. The 4 per cent prefer- 
ence stock eased from 54 to 534 and the 
4 per cent debentures were 651, compared 
with 66 a week ago. White Pass shares 
have been maintained at $14xd. 

West of India Portuguese capital stock 
was again marked higher, and at 104 com- 
pared with 102 a week ago; the 5 per 
cent debentures held their recent rise to 
90. Nyasaland Railways shares at 15s. 6d. 
were quite well maintained after their 
advance. Midland Railway of Western 
Australia income stock again changed 
hands and marked 124. 

United of Havana second income stock 
improved from 6 to 64; the consolidated 
stock was again quoted at 14, but Anto- 
fagasta stocks reflected a little selling, the 
ordinary easing from 14} to 14, and the 
preference at 264 was a point lower than 
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a week ago. Costa Rica ordinary stock 
remained at 13. Chilean Northern  firgt 
debentures improved from 53 to 54, and 
International of Central America shares 
were again quoted at $254. San Paulo 
Railway 3s. units kept at 2s. Mexican 
Central “A” bearer debentures have 
changed hands around 753. 

The shares of locomotive builders and 
engineers were not affected very much by 
the reaction in stock markets. G. D, 
Peters were again quoted at 27s. 6d. and 
Charles Roberts 5s. shares at 9s. 104d. xd 
have been well maintained, while Wagon 
Repairs 5s. shares at 10s. 6d. were within 
13d. of the level a week ago. Moreover, 
Gloucester Wagon 10s. shares strengthened 


to 17s., and Birmingham Wagon were ~ 


again 18s. 9d. though on the other hand, 
North British Locomotive have beep 
marked down from 13s. to 12s. 44d. 

Elsewhere, F. Perkins shares’ were 
16s. 9d. having remained under the in- 
fluence of the take-over bid from Massey- 
Ferguson. Reflecting the general trend in 
stock markets, Dowty Group 10s. shares 
came back to 42s. 3d., and British Timken 
were 58s. compared with 60s. 3d. a week 
ago. Westinghouse Brake receded from 
42s. to 39s. 9d. xd, though the good 
financial position shown by the accounts 
and the fact that last year’s unchanged 
10 per cent dividend was covered more 
than twice, have emphasised the invest- 
ment merits of the shares and the pros- 
pects of higher dividends as time proceeds. 
Ransome & Marles 5s. shares were 17s. 
and Davy & United Engineering strength- 
ened to 87s. 6d. On the other hand, there 
was a sharp reaction in Vickers to 34s, 
from 35s. 44d. a week ago, but there is 
general confidence the year’s dividend will 
be maintained at 10 per cent. and on this 
basis. the shares now yield 5% per cent. 
Heenan Group 5s. shares have changed 
hands around 8s. 

English Electric have been a 
feature, and at 58s. 3d. were slightly 
higher than a week ago, Associated 
Electrical were 54s. 6d. compared with 
55s. 6d. General Electric, after an earlier 
rally, came back to 32s. 6d. Although 
the interim dividend indicates that a lower 
total dividend must be expected for the 
year, it is realised that as time proceeds, 
profits should regain previous levels and 
that in due course higher dividends are 
likely. Crompton Parkinson 5s. shares 
held steady at 12s. 14d. Shares of I.C.T.- 
International Computers and Tabulators 
were 62s. This is the merger between 
British Tabulating and Powers-Samas. 
Vickers have a 38 per cent interest in 
1.C.T. Steel shares lost ground because 
of general election uncertainties. 


firm 


OFFICIAL NOTICES 


LECTRICAL ENGINEERS required to assist 
with the preparation of Estimates, Plans, Circuit 
Diagrams and Specifications for Railway Signalling 
schemes. Interesting work, offering excellent prospects 
to energetic persons with initiative. Apolicants 
should hold Engineering Degree, Higher National 
Certificate in Electrical Engineering or equivalent, 
and preferably should have completed National 
Service. Knowledge of railway working an advantage 
but not essential. Five-day week with contributory 
pension scheme and canteen facilities. Apply in 
writing giving full details of age, general education, 
technical qualifications and experience to: Signal 
Division, Westinghouse Brake & Signal Co. Ltd., 
82 York Way, Kings Cross, London, N.1. 


BouND VOLUMES.—We can arrange for readers’ 

copies to be bound in full cloth at a charge 
of 25s. per volume, post free. Send vour copies to 
the SUBSCRIPTION DEPARTMENT, Tothill Press, Limited, 
33 Tothill Street, London, S.W.1. 
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